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Pope’s Patent Repeating Electric Semaphore. 








An examination of the published statistics of railroad acci- 
dents would probably show that fully one-half of the annual 
destruction of property, if not of life, involved by them arises 
from collisions. At the same time it is admitted by the most 
expcrienced railroad managers that nearly every one of this 
numerous class of casualties might be prevented by the em- 
ployment of proper precautions. One of the most effectual 
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Fig. 1. 
safeguards against collision consists in the use of suitable 
arrangements for signaling trains at dangerous points. During 
the past few years the crowded condition of the main lines of 











struments are themselves constructed in the form of a 
miniature semaphore. One of them is placed in the signalman’s 
box atthe main semaphore and another at the point from 
which the latter is to be controlled. The two instruments are 
connected in the usual manner by a telegraph wire, the dis- 
tance of course being in this case immaterial. 

If now a “danger” signal, for example, is to be transmitted 
from A and exhibived at B, in order to stop trains at the latter 
point, the signalman at A will first set the electric sigval at B 
to “danger,” at the same time notifying B by means of an elec- 
tric bell. B then copies the movement of his instrument on the 
large semaphore, and then “repeats” the signal back to A by 
setting the electric signal at the latter point to “danger,” 
whereby A is notified that the track is blocked by the sema- 
phore at B. This arrangement is extensively used in England 
with excellent results, but, we believe, has never been intro- 
duced, at least to any extent, in this country. 


It is evident that any means by which a signal could be ex- 
hibited at any required distance without the aid of a signal- 
man at that point, and its indications at the same time ipfallibly 
repeated back to the place from which the signal was originally 
tr nsmitted, would bea long step in advance of the English 
system, both in safety and economy. The difficulty bas been 
principally in the Jack of any absolute means of registering 
the indications of the distant and consequenily invisible 
semaphore. The invention we are about to describe ie intended 
to overcome this difficulty in a very simple and ingenious 
manner, and has, we are informed, proved trustworthy and 
satisfactory in practical use. It is capab'e of being operated 
instantly at any distance, however great, transmits the return 
sigoal over the same wire that is used to convey the direct 
signal, and is said to be absolutely infallible in its indications, 
there being no possibility of error or mistake in the record of 
the position of the distant semaphore. Any person acquainted 
with the principle and construction of the ordinary Morse 
telegraph will have no difficulty in comprehending the ap- 
paratus from the following description : 

The external appearance of the electric semaphore, as usually 
constructed, is shown ip the front elevation (fig. 1), and the 
side elevation (fig. 2). It is placed on a post at the right- 
hand side of the track, at a suitable height above the ground ; 
the signal is exhibited through two openings, usually about 
twelve inches in diameter, covered with glass, and illuminated 
at night by a lamp fitted with a reflector at the back of t_e sig- 
nal box. 

The interior mechanism of the semaphore is shown in fig. 3. 
D is a disk about thirty inches in diameter, divided into four 





traffic in this country has greatly increased the liability of the 
occurrence of this particular class of accidents, and we accord- 
ingly tind that the attention of inventors is now largely directed 
toward the improvement of signals and signaling apparatus. 
This bas especially been the case in England, where, as a rule, 
the lines are crowded with a much heavier traffic than is usual 
in this country; and.the necessity of a complete system of 
sigualing is correspondingly greater. The ordinary semaphore 
signal, covsisting of one or more arms pivoted to an 
upright post, which are capable of being moved 
into a horizontal position to indicate ‘‘danger” or 
a vertical position to indicate “safety,” is very largely employed 
upon the English railroads. This apparatus is often worked at 
a considerable distance by means of a wire or cable, attached 
to a hand Jever at the sigualman’s box. It is obvious, however, 
that the distance through which the signal may be worked ef- 
fectively in this manner is limited at most to a very few hundred 





Fig. 4 
yards, and even then much difficulty is often experienced in 
winter from the accumulation of snow and ice upon the cables 
and pulleys, Where the distance through which itis desired to 
operate » semaphore exceeds the sbovelimit,an electrio tele- 


gieph apparatus ie smaployed ip genjungtion with it, The iar! 

















in the direction shown by the arrow. Just before the disk D 
completes its movement, and after the red signal has been fully 
exhibited, a projection at o on the lever Z comes in contact 
with a corresponding projection on the circuit-changer 4, and 
lifts it up, breaking the previously existing electrical contact at 
N, which cuts the battery current off from the magnet M, and 
instantly transfers it to the loking magnet N. This occurs 
just as the soft iron armature Q on the disk comes in contact 
with N, and the latter being now strongly magnetic seizes Q 
with great force, and locks the sigval disk firmly iu its new po- 
sition. The magnet N is, however, wound with a much finer 
wire than M, and the insertion of this great amount of extra 
resistance in the circuit weakens it to less than half its original 
strevgth in the relay R. When this occurs the spring s!, which 
is adjusted with a strong tension, pulls the lever J away from 
the relay magnet until it is itself arrested by the stop z At 





Fig 5. 


this juncture the local c'reuit is completed through wires 8, 9 
and 10, and levers B and J, and the station signal turus to white 
a!so, repeating the movement of the semaphore. 

A careful study of the arrarg: ment wil] show that in no pos- 
sib‘e event can the station signal change, unless the distar.t sema. 
phore has preciously changed. The accurate repetition of the 
distant signal 1s rendered absolutely certain. 

To work one of these signals at a distance of a mile requires 
but 10 or 12 cups of battery, and the expense of battcry mate- 
rial does not exceed $5 per annum. 

Undue prejudice has hitherto existed against electric signals 
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Figure 3. 


segments, alternately white and red. An adjustable counter- 
balance weight, W, attached to the periphery of the disk, 
keeps it in the proper position to show white, indicating safety, 
except when under the influence of the electric current. Or it 
may be arranged to show red by the action of gravity, in which 
case a white signal can only be shown when the machinery 
and battery are in perfect working order. 

The disk is made to turn through one-fourth of a revolution, 
by means of an electro-magnet, M, the armature, A, of which is 
attached to the short arm of the angular lever, Z, having a ful- 
crum at/, The long arm of this lever is connected by the pit- 
man P with the crank K, on the axis of the signal disk. Thus 
the disk will turn and show a red signal whenever the magnet 
M is charged by the electric current. NV is a supplementary 
magnet for locking the signal in position when, set red, as 
hereinafter explained. 

The apparatus at the station may be at any required distance 
from the semaphore. It consists of a secondary or station 
signal—which in principle and external appearance is a minia- 
ture copy of the distant semaphore—a differential relay and a 
signal switch for operating the semaphore as represented in 
figures 3and4. The battery for working the entire apparatus 


| isalso placed at the station. 


The operation of the apparatus is as follows : If it is desired 
to set the distant semaphore red, the signal switch is turned on 
the stud m’ (see figure 3); a circuit is thus formed from the 
main battery through the switch, wire 1, magnet # of the dif- 
ferential relay, wire 2, semaphore magnet Af, wire 3, circuit 
changer 4,and wire 5. The magnet Ff attracts its armature 
strongly, bringing the lever J into contact with A, and then 
forcing the latter against the stop e, so that the local gircuit 
which operates the smal} signal ja broken at z, notwithstanding 
it was ut the same instant olosed at z, 


At jhe seme time the saagaet MW turne the semephore digk 2 





among railroad men, in consequence of their liability to get 
out of order unless kept under the constant supervision of a 
skilled electrician. This difficulty has beer in some cases part- 
ly owing to the unskillful construction of the signal machinery, 
but in a far greater degree from the lack of a suitable battery 
adapted to this service. It is only within the last two or three 
years that any battery has been available for such purposes, 
capable of maintaining a constant and absolutely uniform elec- 
tric current for months at a time, without avy attention what- 
ever. The Eagles metallic battery has been found to be pecu- 
liarly well adapted for this service, and is now usua'ly employ- 
ed in working the signal. It is shown in perspective in fig. 5, 
and in section in fig. 6. It consists merely of a contaiuing 
vessel of sheet lead, in which is placed five or six pounds of 
sulphate of copper. This is covered with a layer of common 
sawdust, on which the zine plate rests. This veseel is then 
nearly filled with a solution of sulphate of zinc. This battery is so 
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Fig. 6, 
extremely simple in construction and arrangement that the most 
noskilled laborer can readily be taught to manage it, while it 
will remain in action and give a strong and perfcotly uniform 
onrrent from three months to @ year (according to the work 


dope by it), Without any siteption whatever, The signe) mgr 
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chinery itself, as may readily be understood from the descrip- 
tion, is very simple, and can readily be comprehended and man- 
ag d by any telegraphic operator. 

Numerous useful applications of a signal of this kind will at 
once suggest themselves to any experienced railroad superin- 
tendent. The Philadelphia & Erie Railroad has, for several 
months, employed these semaphores for controlling the move- 
ments of trains over asingle track between Sunbury and North- 
umberiand, Pa., dispensing altogether with the written tele- 
graphic train orders formerly used. An important saving of 
time is thus effected, as the dispatcher, on being notified by an 
electric bell that a train is ready to start from the other sta- 
tion, merely gives the engineer a white signal on the sema- 
phore, and the train moves forward at once. Under the ordi- 
nary system two or three minutee would be consumed in 
transmitting and repeating the telegraphic order, and in get- 
ting the signatures of the conductor and engineer. Where the 
number of trains is very great, this is often an important con- 
sideration. 

There are also many places where it is an almost daily neces- 
sity to send a man out a long distance from a station to flag 
expected trains, and where a permanent signal of this kind 
would not only save much time and trouble, but would also 
conduce to the safety of trains. Ata crossing at grade of two 
roads, the two sets of signals are arranged to work from the 
same battery, which can therefore be put in connection with 
but one pair of signals at a time, rendering it utterly impossi- 
ble to show a safety signal on both roads at once. If, then, the 
signals are properly observed, no possible carelessness or Leg- 
ligence can involve trains in a collision. 

The above-described apparatus is secured by letters patent 
granted to Frank L. Pope, August 27, 1872, and July 15, 1873. 
The Electric Railroad Signal Company of New York are the 
owners of the patents, and are prepared to furnish estimates 
and erect the signals in any part of the country. Any further 
information desired may be had by addressing J. N. Ashley, 
the business manager of the above company, at No. 38 Vesey 
street, New York. 








The St. Paul & Pacific Railroad Case. 





The Davenport Gazetle of July 31 has the following account 
of this case, which was being heardat the time by Judge 
Dillon, of the United States Circuit Court. It will explain 
somewhat the organization of the company and the various 
issues of bonds for which it is responsible : 

We referred yesterday to the great railroad case now being 
heard before Judge Dilion, in Chambers, on application of Leon 
Wilmar and others, on “behalf of bondholders, for the appoint- 
ment of a Receiver. In order to fully understand this case, the 
legal and railroad fraternity must take a railroad map of Min- 
nesota, find thereon the city of St. Paul, and then trace there- 
from the lines of the First Division ot the St Paul & Pacific 
Railroad Company, the St. Paul & Pacific Railroad Company, 
and the Northern Pacific Railroad Company, which they will fin 
as follows : ae? 

First—The line extending from St. Paul to Sauk Rapids is 80 
miles in length, is known as the Branch line, and was built 
during the years from 1861 to 1866; the first 10 miles thereof, 
from St. Paul to St. Anthony, was the first railroad constructed 
in Minnesota. This branch of 80 miles is owned by $350,000 of 
stock, and is mortgaged to secure the payment of three sets of 
bonds, to wit: One set of $120,000, one set of $700,000, and one 
set of $1,220,000—all of which were sold in this country, and the 
proceeds used in the construction of said Branch line, and are 
now held mostly by the original parties taking the same. 

Second—That the line of railroad extending from St. Anthony 
and Minneapolis to Breckinridge is known as the Main line, 
which is owned $500,000 of stock, and is mortgaged 
to secure the payment of three sets of bonds, to wit : Oue set 
at $3.000,000; one set at $6,000,000; one set at $3,000,000—the 
first $3,000,000 of which were disposed of in this country, and the 
other $9,000,000, cr that portion of the same which have been 
sold, were placed at Amsterdam and taken mostly by Hol- 
landers. This main line was constructed during the years 1866 
to 1871, is 207 miles in leugth, extending across the State of 
Minnesota, and through the richest part thereof, which is now 
rapidly settling, mostly with foreign immigration. : 

Third—Tbat line of railroad extending from Sauk Rapids to 
Brainerd, and tnat line extending trom St. Cloud to St. Vincent, 
known as the St. Paul & Pacific Railroad—the first being 60 
miles long, and the latter 310, making 370 miles of this line; 
and this is the portion now being constructed, and out of which 
construction the suit and application now pending before 
Judge Dillon originate. : 

This last company, in order to get their road built, made a 
trade with the owners of the aforesaid main and branch lines, 
to issue $15,000,000 of bonds, which were to be sold, and which 
were to be secured by a mortgage on the said lines from Sauk 
Rapids to Bramerd, ani from St. Cloud to St. Vincent, with all 
the lands and franchises belonging thereto, and the said main 
and branch lines taking a lease of said roads for a term of 
ninety-nine years. This trade was consummated in 1871, and 
$15,000,000 loan was issued and pnt in the hands of the 
bavking-house of Lipman, Rosent & Co., of Amsterdam, 
Hollavd, through the hands of Leon Wilmar, Esq., as the 
agent of said house. — ay 

On the strength of this trade, and this issue and sale of bonds, 
and of the value of the land grants and other considerations, 
the work of construction was commenced by the letting of a 
contract to the firm of DeGraff & Co. road builders, in 1871, 
and was prosecuted until October, 1872, when, from some unex- 
plained reason, the delivery of funds from the sale of the bonds 
in the hands of Lipman, Rosenthal & Co. was stopped, and the 
work of construction on the road, of course, had to be suspended 
for the present. : . 

At this time the St. Paul & Pacific lines may be described as 
follows: 

Branch Line.—Eighty miles long, $350,000 capital stock paid 
up, and $2,040,000 mortgage, with road finished and equipped. 

Main Line.—207 miles long, $500,000 capital stock paid up, 
and $12,000,000 mortgage, of which $10,000,000 are issued and 
sold, with road finished and equipped. 

St. Vincent and Brainerd Extensions.—Now under construc- 
tion—370 miles long, $500,000 capital stock, and $15,000,000 
mortgage, which-is now being sold as above set forth, the pro- 
ceeds being used in construction, and which are the direct cause 
of this railroad war and suit. : i 

The great Northern Pacific Railroad, extending from the 
head of Lake Superior to ye Sound, on the Pacific Ocean, 
now under the erry | of eral George W. Cass, and the 
above recited St. Paul & Pacific railroads, under the presidenc; 
of General George L. Becker, command the entire railroa 
business of Northern Minnesota and Dakota, north and west of 
St. Paul. 

The Northern Pacific Company, being desirous of making St. 





Paul a terminal point of their line on the Mississippi River at 
the head of the great valley, where they could connect with all 
the railroads easterly through Wisconsin, and southerly 
through Iowa, at an early day in their construction history cast 
about to secure such an important terminal point as that city, 
by making arrangements with the stockholders of the various 
St. Paul lines herein recited for the purchase or lease of said 
St. Paul roads when they shouid all be finished ; and that is 
why the Northern Pacific is now a party to this suit. 

he real plaintiffin the case now being heard before Judge 
Dillon is Leon Wilmar, of London, England, who claims to 
represent the holders of the $15,000,000 of bonds issued to build 
the St. Vincent and Brainerd extensions, and the holders of $6,- 
000,000 or 38,000,000 of the bonds of the main line. He sets 
forth in the complaint that the railroad company has not paid 
its interest; thatit is not using the money obtained from the 
sale of bonds for constructing and equipping the road, but for 
sundry and divers other purposes named in the complaint ; 
and he asks Judge Dillon to make an order appointing a 
receiver for all these lines, and to close out Gen. Becker’s 
railroads; and that the receiver have power to borrow about 
$5,000,000 more money from the said Wilmar or anybody else 
who willloan it to said receiver, at such rate of interest as said 
receiver and loaner may agree upon ; and that the said $5,000,- 
000 so borrowed may, by order of said judge, be made a first 
lien on all the property, land and franchises of the recited St. 
Paul & Pacific railroads, and over all the mortgages of every 
kind and description that have been issued, no matter when, 
and what for, and to whom ; and that said receiver go on and 
finish such roads now unfinished, and run the same until he 
can pay expenses and pay back this last borrowed $5,000,000, 
or until the roads shall be sold out under the order of the 
court to pay the same, which, the defendants claim, would 
result in wiping out $1,500,000 of paid-up stock and $22,000,- 
000 of now issued and outstanding mortgage bonds. - 

The attorneys for Mr. Wilmar are the Hon. John M. Gilman, 
the Hoa. James F. Gilfillan, the Hon. George L. Otis, leading 
and distinguished lawyers of St. Paul. 

The defense plainly denies all the statements of Mr. Wilmar, 
and claims that everything is all right, and that, if Mr. Wilmar, 
and Lipman, Rosenthal & Co., the bankers, had done as they had 
agreed to do, all the roads would now have been fully finished, 
equipped and in full running order, and everything satisfactory 
to both stock and bond holders, both at home and abroad ; and 
that this is proved by the fact that no American stock and bond 
holder is making any complaint whatever as to the manage- 
meat, care or condition of this great property, but that all are 
sere satisfied with its remaining in the hands of Gen. 

ecker, who has, they insist, managed the same faithfully and 
satisfactorily, since 1864, in all its departments. 

The defense is represented as follows : 

First—The Main and Branch line railroad companies and 
the St. Paul & Pacific Company, George L. Becker, Horace 
Thompson and William G. Moorhead, the Trustees of the mort- 
gages by the Hon. H. R. Bigelow and Judge Charles E. Flan- 
drau, of the law firm of Bigelow, Flandrau & Clark, cf St. Paul, 

Second—The Northern Pacific Railroad Company, and Gen. 
George W. Cass, its President, by the Hon. Theodore Cuyler, 
of Philadelphia, and the Hon. James Smith, Jr., of St. Paul. 

Third—The St. Paul & Pacific Railroad aud William G. Moor- 
head as Trustee; by the Hon. James Smith, Jr., of St. Paul, 
—- George Gray, of St. Paul, lately from Grand Rapids, 

ich. . 

Gen. Cass, President of the Northern Pacific, sets forth in 
his deposition before Judge Dillon, that the proceedings of the 
said Leon Wiimar, and of Lipman, Rosenthal & Co., are a con- 
rapid against the construction and business interests of all 
the above railroads; and, while the officers and managers of 
all these roads are united and untiring in their exertions to 
make the same a success, that they are working to undermine 
and destroy the value of the great properties here represented, 
so that they may get possession of the ruins and therefrom 
realize a fortune. 








Railroad Officers Interested in Contracts. 





The following report of a case in which a decision was ren- 
dered in New York recently ought to be interesting, and not al- 
together pleasant, to a very large class of officers of new railroad 
companies who have been engaged, directly or indirectly, in con- 
tracts for the construction of their roads. {ndeed the custom 
has been so common that usually no attempt has been made 
to conceal it. The report is from the New York Zimes of 
August 2: 


In December last, Henry H. Boody was arrested and held 
to bail in $100,000 in a civil suit brought against him by the 
Rockford, Rock Island & St. Louis Railroad Company. It was 
charged Ly the company that Mr. Boody, while a director and 
the treasurer thereof, had received for his personal benefit a 
share in the contract price for constructing the road, and a 
commission for negotiating the company’s bonds, which went 
to pay the contractors, amounting in all to $277,221.14. This 
sum, the company claimed, considering the position of Mr. 
Boody as director and treasurer, should have been paid over 
to 1t, not appropriated to his personal use. The facts, as pre- 
sented by plaintiffs, authorized an attachment against the 
defendant’s property, and auch order was made in addition to 
the previous order of arrest. Recently a motion was made be- 
fore Judge Daniels, in the Supreme Court Chambers, on behalf 
of defendant, to vacate both orders, and a decision has now 
been rendered. While holding that the facts presented are such 
as entitle the plaintiffs to either an order of arrest against the 
body of defendant or an attachment against his property (be- 
ing a non-resident), they are not entitled to both, the intention 
of the Legislature being to make either proceeding a complete 
remedy in itself. 

On the question of defendant's right to the money in dispute, 
and the duties of corporate officers, the Judge, in his opinion, 
SAYS : , 

** Acting in either one or both of these capacities (director or 
Treasurer), it was the defendant’s duty to the plaintiffs to do 
whatever laid in his power to secure the construction of the 
railroad on the most economical terms, and for the best inter- 
ests of the corporation whose officer he was. His position in 
each capacity was one of trust and confidence, requiring him 
to exercise the authori‘y which the stockholders conferred 
upon him in the manner that in his judgment would be most 
likely to promote the prosperity and success of the corporation. 
He was its agent, possessing a large share of its power, and 
his position required him to exercise it, as other trustees are 
always required to exercise their authority, to promote the wel- 
fare of the body in whose behalf he was designed to act. For 
that reason it was his duty, so far as his efforts could be made 
effectual in that direction, to procure the plaintiffs’ roadway to 
be constructed on the very best terms that could be obtained. 
And in order to insure the direction of his efforts to the accom- 
mee ag of that end, both the nature of his duties and the 

ws of the land combined tu deny him the right, without the 
plaintiffs’ assent, to take an interest with the contractors in the 
performance of the work which they undertook to perform for 
the plaintiffs. The existence of such an interest would obviously 
induce him to violate his duties as director of the plaintiffs’ 
corporate affairs, by stipulating for the payment to the con- 
tractors of a larger amount for thé construction of the railroad 
than they would have otherwise been inclined to insist upon, or 
could have had any right to expect. The necessary conse- 


quence would be to induce him to assent to the payment of. at 
least so much more of the plaintiffs’ money for the construction 
of the railroad as he expected to receive by way of profits from 
the contractors and bonus on the sale of the bonds, the direct 
result of which would be a violation of the obligation arisin 

out of his duties to the plaintiffs. Neither the law vor good 
morals will sanction or excuse such a dereliction of duty on the 
aa of a public or private agent ; no person is allowed to profit 

y 


euch a position. he law so far contemplates 
the infirmity of human nature, which renders it 
yielding to the inclination of interest, that it will 


not permit a person to place himself in a position where 
a conflict willarise between interest and duty. And if he does 
so without the knowledge or assent of the person or body to 
whom or to which he has incurred obligations requiring disin- 
terested action upon his part, the profits secured bya de- 
ragga from the strict observance of duty are held to be not 

is own, but to belong to the confiding principal represented, 
and at the same time deceived, by him. This sa rule of Jaw 
and equity too well settled to require authority to illustrate or 
sustain it. And under its application to this case the money 
retained by the defendant as his share of the profits made by 
the contractors, being the sum of $32,221.14, and that retained 
by him as the amount he was to receive on the sale of the 
bonds, being the sum of $245,000, was the money ‘of the plain- 
tiffs and held by him for their benefit. These are sums which 
in effect went into his bands for the benefit of the plaintiffs, 
and were never disbursed by him in or about their business. 
And when he failed to pay them over to the plaintiff, and ap- 
plied and appropriated them to his own use, he became liable 
to be arrested for such default under subdivision 2 of section 
179 of the Code. 

The Court, having decided that the plaintiffs could not have 
both remedies, permitted them to elect which order should be 
set aside. Piaintiffs’ counsel elected to retain the order of ar- 
rest _ force, and the order of attachment was accordingly va- 
cated. 
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Built Stringers for Bridges. 





ELKuHORN, Wis., July 18, 1873, 
To THE EprTor OF THE RAILROAD GAZETTE: 

The accompanying sketch will explain a system of built 
stringers which has been employed with much success for 
several years on some of our Western railroads, and deserves to 
be more widely known. Each stringer is formed of three pieces 
of 6x16, 16 feet long, connected at the caps by two splice blocks 
6x16, 8 feet long, bolted together vy four clamp bolts, the tim- 
bers being kept apart by cup washers or separators of cast iron 
24 inches thick. The stringers rest on the caps, while the splice- 
blocks are gained 1} inches into the cap, thus forming a longi- 
tudinal brace. The fenders are 4x7, laid flatwise and gained one 
inch on the ties. They are bolted through tie and outside 


Throngh Splic* Block. 


Throngh Stringer, 
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Longitudinal Section, 


stringer wherever they break joint, or at intervals not exceed- 
ing tweive feet. The ties are 6x8, 9 feet- long, and are laid ten 
inches apart, clear between. The sway-braces are of 4x10, 
bolted to the cap and wherever they cross a pile. The piles 
are not less than ten inches in diameter at the smaller end, 
three to a bent, five feet apart transversely, for bridges up to 
fifteen feet in height ; for bridges between fifteen and twenty- 
four feet in height four piles per bent are used, spaced so as to 
give a sufficient transverse base. 

The ends of the stringers forming the bank spans are kept 
at their proper distances apart by two end-blocks (taking the 
place of the splice-blocks), 6x16, one foot long, one clamp-bolt 
and two separators, and rest on a bank sill 6x16, twelve feet 
long. The earth and ballast are kept from falling between the 
ends by planks 2x16, ten feet long. 

The advantages claimed for this system are the short lengths 
of the timbers required, no piece (excepting sway braces) 
exceeding the length of span; while the small size of the 





Cross Section. 


pieces used insures the detection of any unsoundness, and 





the separation effected by the cup washers secures fie> ventila- 
tion, admits of full examination and ready ‘replacement of 
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apy member of the stringer, while there is little chance for 
sparks to catch or lodge. 

Among the roads using this class of bridging I may mention 
the Burlington & Missouri River, the Burlington, Cedar Rapids 
& Minnesota, the Burlington & Southwestern, the Oregon & 
California, and, I believe, the Union Pacific on some of its divi- 
sions. At one time stringers were used 5x16 for spans of six- 
teen feet, and Ihave used the 6x16 quite largely for spans of 
twenty feet, but am inclined to think the latter rather too much 
for the size of the timbers, there being a very 
visible deflection under passing locomotives. 
Should some of your readers be acquainted with 
any system preferable to the above, perhaps 
they will favor us witha description. Will 

Fig.3. some one sketch and describe the “cluster 
Section of Cup bent” for high bridges? It will be new to many 
Washer. — of us. I givea bill of timber and iron fora 
two-bent bridge 48 feet long—three spans of 16 feet. Height, 
twelve feet. The sawed timber is pine, the piles white or burr 






































oak : 
BILL OF TIMBER. BILL OF iRON. 
) | | a 
Z| tr} ry ris 
| s 3] § | 3 i8\lz =| 2 
: | NAME. m| = o Name. | 93 3] 3 
.4 ee . a |e 4 = 
. | ici 8 ww = im) 8S 2 
; | is. - | s |=| : : 
2'Caps.......... |I4 12x14] 392!!20|clamp boits!44%4| 1!10.64) 212.89 
18|Str.ngers....... 16° 6x16/2,304)| 8 fend’r bolts 2734/34) 3.86] 30.88 
&|Splice blocks...| 8 6x 6] 512;| 8 sway brace! | 
&|Eud bloc.s.....! 1) x16) 64!) | bo:ts ....'183g] 1] 5.52) 44.16 
ev acsccnssces 9 6¥ 8)1,152|) Qeway brace} 
2) Bunkeills...... 12 6x16} 192 bolts .... 2234) 1) 6.03) 12.°6 
2|Fenders ........ 48, 4x 7) 224'/16\cutwashers'....|...0 003! 1.08 
2\£nd plank...... lu; 2xl6\ 6&3 _ 
-——|| Total wrought iron, Ibs. ..3' 0.98 
Total feet, B. M. .......5,12)|/80|separators.|....... \3 —— 
60 oon. wees! APSE 11.10! 66.00 
6. Piles 24 feet long. — 
Total cast-iron, Ibe... ... 342.00 








F. E. PRENDERGAST. 


Utilizing Old Steel Rails. 
PirrsBurGH, July 24, 1873. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Isn’t it time some one put a stop, by some means or other, 
to the statement that appears again and again, that old steel 
rails are good for little or nothing—that if some flux could be 
found that would render it an easy and a certain thing for an 
average man to weld them by heatixg and rolling into new 
rails or other useful forms, then they would have a value that 
cannot be placed upon them, and much nore to the same pur- 
pose. Now the fects are chiefly two in number pertaining to 
the matter, and of these facts the first is that there are not now 
in existence and for sale in the country old, broken or damaged 
steel rails enough to make it worth any body’s while to put up 
furnaces for using them, or rather for learning how to use 
them, supposing for the moment that no known method of 
utilizing them could be named ; and the second fact is, that at 
this moment there is no trouble at all in using to an excellent 
advantage all the old steel rails that lie near enough to any 
works that can melt them to make it an object to haul them 
there. 

Possibly those who look upon old steel rails as wholly a waste 
material will be interested to know that a cupola, such as is used 
in a good many works for melting iron for the Bessemer con- 
verter—a cupalo which is made of large size and is blown hard 
—will melt 20 per cent. of steel scraps, such as old rails 
(when they can be had) crop ends of rails sawed off in the rail 
mill, crop ends of ingots from the hammer, ladle sculls, spill- 
ings, etc., when charged with the pig iron,and will doit at a ratio 
to the fuel used of from one-seventh to one-ninth of the whole 
mixture of metal, according to the kind of fuel. So long as 
this can be done steel rails will not be likely to accumulate after 
they have become worn out. 








One of the newer iron mills, west ofthe Alleghenies, was 
built by its owners instead of a Bessemer works (so it is stated) 
because of the impossibjlity of utilizing the worn out product 
of the Bessemer works; as if a problem ten years in the future 
at the lowest estimate couldn't be left for a while toitself, in 
view of the high present value of sucha product when new; 
and also as if the Siemeps and other methods of melting steel 
in an open hearth furnace hadn’t been heard of and brought to 
a wholly successful standing. 

So long.as the modern regenerating furnaces will perfectly 
and easily melt anything that was ever fit to make a rail out of, 
and a good many other things beside, so long will the market 
be kept frem being overstocked with old steel rails. 

It is safe to say, however, that there is little chance of any 
flux being found that will render old steel rails capable of being 
easily and certainly welded by the average workman and with 
the use of ordinary existing fixtures. It 1s true that there is no 
end of fluxes that have been prepared and again and again re- 
invented for this purpose, and some of them will answer ad- 
mirably on a limited scale and in the best hands; but as long 
as a metal that has been melted at all is best utilized by revert- 
ing to the original process of melting, when it is to be dealt 
with as a waste material, so long will it be found that the best 
and only available thing to be done with old steel rails is to 
melt them by the use of appliances well approved and long 
estabiished. 








Locomotive Expenses in India. ; 

Daring the last half of the year 1872, the number of miles 
run for the accomodation of traffic on the Bombay, Baroda & 
Central India Railway was 343,046}. The number of miles run 
on the business of the locomotive department was 5,437, and 
on maintenance of way trains 32,589} miles, making the total 
mileage 381,073 miles. The cost, reduced to American cur- 
rency, was $197,986.20, or 51.05 cents per mile run. 


Public Stock Transfer Books—A Railroad Man's 
Creed. 





Inthe Pennsylvania Constitutional Convention several mem- 
bers are railroad officers or attorneys, including some of the 
ablest men in their profession not only in the State but in the 
country—such as Mr. Franklin B. Gowen, President of the Phil- 
adelphia & Reading Railroad Company, Mr. Theodore Cuyler, 
attorney of the Pennsylvania Railroad Company, Mr. Jonathan 
Knight and others. In some of the earlier debates on the 
proposed sections of the constitution concerning corporations 
and railroads, Mr. Gowea especially spoke very freely and 
frankly and in a manoper that showed that he had considered 
profoundly the relations of the railroad to the State, as well as 
to its shareholders. On the 17th of April last, the section 
under consideratton was as follows : 


** Section 2. Every railroad or canal corporation organized 
or doing business in this State shall maintain a public oftice 
therein for the transaction of its business, where transfers of 
its stock shall be made and books kept for public inspection, in 
which shall be recorded the amount of capital stock subscribed 
or paid in, and by whom, the names of the owners of ita stock, 
and the amounts owned by them respectively, the trausfers of 
said stock, and the names and places of residence of its officers. 
The chief officer or director of every such corporation shall an- 
bually make a report, under oath or aftirmation, to the Secre- 
tary of Internal Affairs, which report shall include a detailed 
statement of its receipts and expenditures, assets and liabili- 
ties, and such other mattera relating to ita business as are now 
or hereatter may be prescribed by law, or required by said 
Secretary.” 

An amendment was offered striking out the word “ public” 
before ‘‘inspection,” and inserting after it ‘“‘ by any stock or 
bondholder of any such corporation.” After some debate, Mr. 
Gowen spoke as follows : 

MR. FRANKLIN B. GOWEN’S ARGUMENT. 

Mr. Gowen—Mr. Chairman: The inquiry was made by the 
gertleman from Centre (Mr. McAllister) wio will be benefited 
by the adoption of this section? The gentleman from York 
(Mr. Cochran) bas not answered the question, but I can an- 
swer it, and I can say who will be benetited by the adoption of 
such au amendment to the Constitution. In the first place, 
every clique of stock gamblers wiil be benefited byit. Every 
man who wauts to convert the stock market of Philadeiphia 
into the bear garden that exists in New York will be benefited 
by it. Every man who wants to get ~ 3 what is called a ‘ cor- 
ner” in stocks, to do which it is absolutely necessary that he 
should know who owns a particular stock, and go aud buy those 
shares which are salable, and then speculate upon those which 
are not for sale, will be benetited by this section. 

Again, every large railroad company in the State that wants 
to get hold of the property of a small railroad company will be 
benefited by the adoption of this section. 

Iam one of those who believe that the railroad system of 
this State does require some action on the part of this Conven- 
tion. I draw the distinction, however, between the ownership 
of property and the dishonest exercise of public power ; aud 
while [ agree that the dishonest exercise of public power 
should be visited by swift condemnation and punishment, I do 
not believe that the ownership of property is a crime. Neither 
doI believe that it is for the interest of the people of this State 
that the prosperity of the State should be retarded, and a wall 
drawn around its outward battlements, and every interest in 
this State bound hand and foot, and handed over to the tender 
mercies of the largest corporation in the State of Pennsy!vania. 
Isay (and if I had more than twenty minutes, to those who are 
familiar with these subjects, I could demonstrate it), that the 
great railroad company of this State could afford to pay $10,- 
000,000 for the adoption of this new article to the Constitution 
of the State of Pennsylvania, which forever prohibits new 
works, and make the prosperity of this State tributary to the 
one great line that already extends out all over the State with 
its branches. Itis not proper to say this upon one section, but 
as this system is acomprelensive one, and as no one portion 
could be adopted without reference to the other, it is almost 
impossible to make any argument on this subject without re- 
ferring to sections succeeding the one now uuder considera- 
tion. 

MR. GOWEN'S CREED. 


There are eight or nine things that I admit should be done 
by this convention. In the first place, I admit that there 
should bea free railroad law passed, by which any persons cau 
build a railroad wherever they please, provided that they do 
not putit right upon the track of another one ; that the whole 
Commonwealth shall be open to every man who has money to 
builda railroad. That 1s one thing. I believe that there 
should be some constitutioual protection of the interchange of 
traffic between one railroad | another. I believe that tuere 
should be some constitutional protection to the local trade of a 
community that resides upon the line of arailroad. I believe 
—and this is of vast importance, anditis something which I 
think is entirely overlooked in its most essential features by 
the report—that there should be sone protection to the minor- 
ity stockholders of a corporation, whereby one large corporation, 
by getting hold of the control of the majority of the stock, 
could not injure the minority. I believe that there should be 
a constitutional probibition against the officers of any railway 
company engaging in business along the line of its road. . I be- 
lieve that there should be a total abolition of the frec-pass sys- 
tem. I believe that there should be a prohibition of avy inter- 
ference or control, or attempt of interference or control, by a 
railroad company or its officers with the legislative, judicial, or 
any other branch ot the government, and swift punishment to 
the guilty agent and to the corporation that employs him for any 
such interference. ThenI1 believe that there should be some 
protection whereby the stocks of — shouid not be in- 
creased beyond the money value of the property that is 
exchanged for such increase. When you go over there 
eight subjects, I think you embrace almost all 
the reform which has been demanded by the public, and which 
every man familiar with the subject will admit 1s needed. 

But this report goes further. Ia the first place, it treats the 
ownership of property as a crime, not only on the part of the 
company that owns it, but it descends to the inquisitorial in- 
vestigation of the individual ownership of each suare. In at- 
—— to bring about this reform, however, the com- 
mittee has reported this article, which, if adopted, will 

revent the building of avy new works, particularly 
in certain parts of Pennsylvania, and will-render the 
future prosperity of those portions of Pennsylvania entirely de- 
pendent upon the existing railway company that owns the line 
that is now built. 

For these reasons, Ithink the whole general scheme is de- 
ficient. I thinkit has gone so far, that while it certainly has 
punished as a crime the ownership of property, and wiil pre- 
vent ary future person embarking in such ownership, it has 
handed over the whule Commonwealth to the tender wercies 
ot the corporations that at present exist. , : 

With reference to this particular section, the objection to it is 
that it opens a door which heretofore has becn closed in Peun- 
sylvania. It permits a combination.ot the stock exchange that 





want to get up a “ corner” in stocks to procure the mene peng 
information which it is absolutely necessary they should have 





in order to do it, and which, but for this amendment, it would 
have been impvussible for them to acquire. Again, it benefits 
the large corporation that wants to get control of the stuck of 
a smaller one. It places before it the name and the residence 
of every holder; it enablesit to understand their circum- 
stances, to know where they live, to know who they are, and 
instead of dealing directly with the compavy for the ownershi 
of the smail road, whereby the price p:id for it would be equale 
ly distributed among all the stockholders, it enables it to go to 
the particular men whose names they know, and buy their 
stock and manage the road, to the injury of the minority 
stockholders. Therefore, with reference to the section now 
under consideration, the answer to the gentleman from Centre 
is this, that every stock gambler, and every large corporation 
will be greatly benefited by its adoption. 

Mr. Chapman Biddle, of Philadelphia, having made a motion 
and argued in favor of including creditors of railroad companies 
with the stock and bond holders in the right to examine the 
stock-books of a corporation, Mr. Theodore Cuyler said : 

MR. THEODORE CUYLER'S ARGUMENT. 

Mr. Cuyler—May I be pardoned a single word, and only a 
word, uyon this section. Tbat those who have an interest in a 
company of that nature, that their action may coutro!, and if it 
be needed, reform its policy, should have knowledge of who 
the parties in interest with themeelves are, so that they may 
move them by proper influences to action, is eminently right. 
Itis but reasonable that every stockholder, and if you will, 
every bondbolder of a company, shail know who his f: liow- 
stockholders and who his fellow-bondholders are, so that if 
there be anything wrong in the’ policy of the company, an 
organized movement between those who are interested in it 
may take place which may iusure a reform. ThereI take the 
true line to be. There the public interest comes iu and con- 
trols ; but the moment you extend 1t so that parties outside of 
that lhne may have this right of inspection, theu you are, in the 
first place, at sea entirely as to where you will stop; aud, in the 
next place, you are imposing arule that, it seems to me, would 
be very upreasonable, 

While it is theoretically true that knowledge of who their 
fellow stockholders and fellow bondholders are, so that there 
may be concerted action, may work out good, yet, as a practi- 
cai rule, 1 do not tiink it is bkely to amount to much. If men 
are interested in companies of this sort and have iodirect or 
improper purposes, there are so many methods by which they 
may cover up their intcrest in the company, aud thus reuder 
this section practically nugatory, that I do not think it will 
ever achieve much goud. If one isa stockholder in a company 
and has improper motives or purposes in the use of his stock, 
it is so easy for him to put bis stock in another name or to 
cover it up in half a dozen different ways that couid be sug- 
poset so that no practicai information conld be derived, that 

cannot see that any good result is to come from pu:ting it in 
the section ; but theoretically it is mght that all whocan coutrol 
the policy of a company in avy way ebould have a right to kuow 
who stand similarly situated with themselves. Therefore I 
am in favor of going that far, but I am not in favor of establish- 
ing an inquisition. Iam notin favor of putting incorporated 
companies in such a position that you will deter large capital- 
ists or bumble capitalists irom investing in them at ail. 

1 am in favor of giving information for a reasonable purpose, 
but not for an uureasovable purpose. I am notin favor of 
throwing open the books of the company for ivspection by one 
who may chance to have a judgment against a stockbolder 
ora bondnolder in that company, to evable him to enforce his 
execution, any more than I am iu favor of arming that creditor 
with the power of throwing open the ledger of the private 
merchant, to find out who may owe his debtor money, so that 
he may Jay anattachment. I fail to see the reason why any 
distinction should be drawn. If it be right that, in individual 
cases, the creditor of some stockholder or bondiolder shall be 
armed with such inquisitorial power, with reference to a cor- 
poration, I fail to see why he should not have an equal power 
with reference toany merchant or man of busivess 11 the com- 
munity, with whom a debtor may chance to have had business 
relations. 

Ithmk the suggestion of my colleague from Philadelphia 
(Mr. Biddle) ought not to prevail. As it stands, the section is 
right. To = beyond that is to introduce ills to which I see 
no limit or bound. 








The Baggage-Fiend. 


’Twas a ferocious baggageman, with At’antean back, 
And biceps on each arm piled ina formidable s!ack, 
That plied bis dread vocation beside a railroad t:ack. 


Wildly he tossed the baggage round the platform there, pell-melil, 
And crushed to naught the frail band-box where’er it ehapceless fell, 
He stove,the “ Saratoga”’ like the flimsiest ezg-shell, 


Oa iron-clads, especially, he fell full ratulessly, 

Aud eke the trunk de:isively cillet * Cottyge by the sea,” 

And Ten ps hauled, and rammed, and jammed tho samo vin- 
ictively, 


Until a yawning breach appeared, or fractures two or three, 
Or stra)s were burst, or .ids fe 1 off, or some cits trophe 
Crowned bis satanic zeal or moved his diabolic glee. 


The passengrs surveyed the wreck with diverse discontent, 
And s0 ne vituperated him, and ssne made load lament; 
Bat wrath or lamen:ation vn him were vaiuly spent. 


To him came a shambling man, sad-eyed and meek and thia, 
Bearing a humble carpet dag with scanty staff therein, 
And uato that fierce bagyzage- man he spake, with quivering chin: 


“ Behold this scanty cirpet-bag! I started a month ago, 
Wit1 a dozen Saratuga trunks, aat-box aud portmanteaa, 
But bagyaye-men along the route have brought me duwa thus low! 


‘* Be careful with this carpet-bag, kind sir,"’ said he to h m. 
Tne bagygage-man received 1t with a smue extremely grim, 
And softly whistled ** Mother, may I gv out 1o swim ¢” 


Then fiercely jumped upon that bag, in wild, sardoaic spleen, 
And into cuuatiess fagments flew—vo his profoand chagria— 
For that lask bay contained a piavof uitro-glycerine | 


The stranger heaved a gentle sigh and s:roke his quivering chin, 
And then se winked with one 8id eye, an1 said, with smile serene, 
* The stuff to check a ba sgage-m in is nicro-glyce.ine !"” 

—Frank Clivéin the Buffo Courier. 








The Batchelder & Thompson Brake Patent. 


On the 3ist of July, Mr. Henry W. Bishop, Master in Chan- 
cery, United States Circuit Court, at Chicago, reported to the 
court in the case of Thomas Sayles vs. the Chicago & North- 
western Railway Company his estimate of the profits of the 
compaby made by its use of Batchelder & Thompsou’s ioven- 
tion in the Stevens car brake for the five years from June 2, 
1859, to June 2, 1864. The report takes account of the savings 
made on 30 cars fur one year and 28 for four ycara, and estie 
mates them at $41,289 for saving iu brakemen, and $22,358.40 
for saving in car wheels —$63,638.40 in all. This is at the rate 
of $418.64 per car per year! Auvther such improvement would 
save_all the expenses of running passenger trains. 
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Editorial Announcements. 





Removals.—The Chicago office of the Rattnoav GazerrTe has been 
removed to No. 7% Jackson street, opposite Third avenue. 

The New York office of the RattRoap GazETTE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 
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Oorr We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 

Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articles relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 


Advertisements.— We wish it distinctly understood that we wil 
entertain no proposition to publish anything in this journal for pay. 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of advsr- 
tising patronage. 








THE PRINCIPLE OF By ILLINOIS RAILROAD 





Some newspapers have called the system of charges re- 
quired by the present Illinois railroad law pro rata tariffs, 
and others charge that the railroad companies have made 
their tariffs needlessly obnoxious by making their rates 
pro rata when the law does not require it. Both classes 
are half rigbt and half wrong. The law does not require 
pro rata rates, and no railroad company (so far as we 
know) has made or has proposed to make a pro rata tariff. 
By such a tariff is meant one in which the charges for 
transportation are exactly in proportion to mileage; so 
that for 110 miles the ch rge will be just one-tenth more 

han for 100 miles. Efforts have made to establish such a 
tariff in New York, but no serious one in Ilinvis. How- 
ever, the existing law is doubtless the fruit of a purpose 
similar to that which has urged a strict pro rata law, 
that is, a purpose to make the relation of the 
charge to the cost of transportation the save for all 
traffic. In Illinois neither the people nor their legislators 
seem to have had any difficulty in understanding that 
the cost of transportation is not always nor usually in 
proportion to distances ; the effect of terminal costs 
(station services where shipped and received) was plain at 
least, and the real purpose of the Illinois Legislature, so 
far as it can be seen to have had any, was to make some 
rule which should prevent, or tend to prevent, the charg- 
ing of rates such as would give the railroad companies 
large profits on some traffic and small profits on other. 
Of course it could not expect to establish this by a 
simple, general rule; but to approximate it*must have 
been the object of the law. To state this purpose con- 
cisely, we will put it in the form of acommand : “ Rail- 
road charges must be in proportion to the cost of the service to 
the carrier, and in the same proportion on all traffic.” 

Thus, doubtless, the people, with their present under- 
standing of the equity of the case, would ferbid a rail- 
road company’s charging such rates as will give it a profit 
of 50 percent. on a passenger or car load of freight be- 
tween Chicago and La Salle, and only 10 per cent. on 
passengers and freight between Chicago and Omaha. 


ing expenses of corducting it, and, adding the proper pro- 
portion of the interest on the capital invested, does not 
pay what it costs. We are loth to return to this matter 
aguin, after speaking of it so often, but the understanding 
of it is vital to any just appreciation of the regulation of 
tariffs, and so long as it is not understood, and that pretty 
widely, the public will feel that such tar.ffs as in 
reality give to all the lowest possible - rates are full 
of unjust discriminations and extortion. Indeed, so 
fixed is this belief that, when a case has been once stated 
aud acknowledged—such as a rate from Chicago to 
Springfield, for instance, higher than the rate from 
Chicago to St. Louis—it is not easy to get men to listen 
to an argument for its possible justice. We say 
possible justice, for only an _ intimate knowl- 
edge of all the circumstances in any given case 
will enable any oneto decide whether a rate is really 
just, and our effort is simply to establish general princi- 
ples applicable to varying conditions, and not to ascer- 
tain the actual conditions in any given case. 

The fallacy in the popular reasoning consists really in 
the assumption that al/ the expenses of transportation on 
arailroad are in proportion to the amount transported ; 
that two trains daily will cost twice as much as one train, 
or nearly so, and twenty-one trains one-twentieth more 
than twenty trains. That is, people considering this 
question neglect the fixed expense, which is the same 
when there is absolutely no traffic as when the road is 
crowded,.and consider only the variable expense, which 
increases with the traffic, though not quite in the same 
proportion. Now the important thing is that tbis fixed 
expense is none the greater for the acceptance of any 
amount of traffic which pays fully, but only the variable 
expense; and that any additional traffic which pays any- 
thing more than the variable expense, be it ever so little, 
diminishes by so much the tax on the other traffic for the 
fixed expense. 

The relation of the fixed to the variable expense de- 
pends therefore on the amount of profitable traffic. 
we have a line which takes but forty passengers and forty 
tons of freight over it daily (and there are such lines), this 
light traffic must pay the whole fixed expense, which for 
a road representing an expenditure of $30,000 p:r mile at 
7 per cent. interest would be no less than 7 cents per pas- 
senger and per ton of freight per mile, and probably two 
or three or four times the variable expense. Let the traf- 
fic of such a line be increased eight-fold, as it might be 
without increase in the fixed expense, and this expense 
is reduced to cent per ton and per passenger per mile, 
and the entire cost of transportation is reduced perhaps 
to one-third or one-fourth, provided that all the trafiic, 
new and old, pays the same rate. It is then plain that if 
the additional traffic pays above the variable expense only 
one-seventh as much as the old traffic, the latter still may 
be reduced one-half. It, being one-eighth of the traffic, 
pays one-hilf of the fixed expense: the new business, 
being seven-eighths of the traffic, pays the other half. 
Th's is an immense discrimination in favor of the new 
traffic most certainly, but the discrimination is not un- 
just to the old traffic, but on the contrary most beneficial, 
if it is necessary in order to secure the additional. busi- 
ness. 

So, generally, we may accept it as a principle in trans- 
portation that any traffic which pays more than the ex- 
pense of conducting it lessens the necessary charges on 
all other traffic. Usually we have used ‘‘ working ex- 
penses”’ instead of the term “ variable expenses,” used 
above, as generally intelligible, but “ working expenses” 
is not quite exact, for aftera certain bulk of traffic is 
reached some additions must be made to capital expendi- 
tures in order to accommodate any addition to it, anda 
ratable proportion of the interest on this expenditure 
should be added to the “ working expenses” in order 
to obtain the exact “variable expenses;” this addi- 
tion would usually be quite small, however, and in mak- 
ing rates it may be neglected whenever the road with its 
equipment as it exists has capacity for more traffic than 
it receives. On the’ contrary, some working expenses 
will hardly be increased at all by considerable additions 
to traffic, as in case of cars which are usually hauled 
empty in one direction ata cost very little less than if they 
were full. 

We fully acknowledge the injustice and oppressiveness 
of rates made to give one man or set of men, or one sta- 
tion or district an advantage over others, and doubtless 
such rates have been made. But differences in rates for 
similar services by no means prove that the discrimina- 
tions are unjust; they do not even make it probable. 
Such discriminations are almost always made for the 





tom of railroad companies, and to an_ extent, 
doubtless, greater even than is generally known. | 
A very large part of the traffic of 


If 


This seems the height of injustice to nearly all men who | sake of securing a traffic which otherwise would be lost, 
have not studied the subject (and to many that have, for | and which contributes something, 
that matter), yet this is the almost universal cus- | little, toward paying the interest on the capital invested 


though perhaps very 


in the road and rolling stock. 
We have here endeavored to show that the underlying 


almost | principle of the Illinois law is a false one; that its en- 


every railroad company pays it little more than the work- | forcement would inevitably necessitate an increase in 


rates on all traffic which has paid the highest rates and 
the abandonment of that which pays the lowest rates, such 
rates being disproportionately low only because other- 
wise the traffic could not be secured. We have done this 
because we believe it to be the important thing to do, 
beci use any attempt to establish rates by this rule, 
whether by law or otherwise, must inevitably increase 
the average cost of transportation. It would not be dif- 
ficult, however, to show that the law fails in carrying 
out this principle even, and often grossly. For instance, 
we believe that the law is intended to apply alike to the 
main line and to all the branches of arailroad. What- 
ever a railroad accepts for carrying a car-load fifty miles 
on the most crowded section of its road, that is the limit 
which it must not exceed on a branch (or extension) 
which has perhaps but one train a day, and where the 
actual cost of transportation may be five or six times as 
much as where the traffic is heavy. The traffic of one 
part of the road (and of the State) must thus pay the cost 
of that on another part. So, too, one section or branch 
of a road may have cost three times as much as another 
of equal length, so that*witi equal traffic the fixed ex- 
pense per ton and per passenz«r will be three timesas 
great on the former. And the costly part of the line may 
have the exceptionally light traffic—a line costing three 
times as much as the average and with less than one-third 
of the traffic to support it. The law seems to recognize 
these differences in railroads owned by different com- 
panies, but not in different lines owned by the same 
company, where, of course, they are quite as likely to 
exist. 

An examination of any of tho tariffs which have filled 
the Chicago papers during the past month, will readily 
dissipate any belief that they are founded on the pro rata 
principle. To say nothing of the comparatively large 
sum charged for the first mile or 24 miles, which 
is intended to cover the terminal changes at both 
ends of the route, we see that while there is an increase 
for every additional distance, there are frequent varia- 
tions in the rates of increase per mile. Thus the Chicago 
& Alton’s tariff for coarse grains increases at the rate of 
two-tenths of acent for every 2} miles per Fundred for 
distances from five to 55 miles, then five-tentns of a cent 
per 24 miles up to 80 miles, then back to two-tenths of a 
cent for 24 miles for 100 miles further, then five-hun- 
dredihs of a cent for 2} miles for five miles, and after 
that one-tenth of a cent per 24 miles up to 280 miles. 
The law requires that'there should be an increase in the 
charge for every increase in the distance—though it puts 
it in a negative form, and says that the charge shall not 
be the same or greater for a given distance than fora 
greater distance on the same road. It does not re- 
quire that the increase in charges shall be in pro- 
pertion to the increase of distance, but simply that there 
shall be some increase for every increase in distance, 
though it prefers to say that there shall be some decrease 
for every decrease in distance. The Rock Island’s new 
tariff shows an increase of only two mills per hundred 
for a distanze of eleven miles, or less than two-thou- 
sandths of a cent per mile, and we believe that onc tariff 
adds but one-thousandth of a cent per mile for certain dis- 
tances. The effort, of course, has been to make a rational 
tariff so far as the law will permit; that is, a tarift which 
will enable the road to do the largest profitable business 
possible. How far the experiments have succeeded it is 
not possible to say until they bave been tried for consid- 
erable periods. The effort of the manaze:s is to make 
such a tariff as will enable the road to earn its working ex- 
penses, the interest on its debts, and the customary divi- 
dend (if any) to shareholders. It the rates were established 
on the basis of the lowest old rates for through traffic— 
that is, decreasing by ever so small an amount for every 
distance less than the through distance—not a road in 
the State would earn the interest on its debt;but the only al- 
ternative is to raise the through rate. Not unfrequently 
such a raising of the rate cuts off the through traffic to a 
considerable extent,and the same effect is produced by the 
necessary raising of rates at competing points. Thusthe 
large traffic which yields a small percentage of profit hav- 
ing been cutoff by the terms of the law, whatever profit 
is made must come from the remaining traffic, which 
has no alternative route, and in order to prevent a large 
decrease in net earnings this traffic must pay higher rates. 
But it may not be able to pay higher rates, at least not 
enough higher tomake up the deficiency in revenue aris- 
ing from the decrease in through and competing traffic. 
Then the only alternative of the railroad company is to 
make such local rates as will permit local shipments and 
give it the largest profit ; for if it cannot make all it needs , 

















<4 








August 9, 1878] 


THE RAILROAD GAZETTE. 


321 








it may yet make something. Failing to earn enough for 
dividends, it will try to make enough to pay the interest 
on its debts, and apy profit above working expenses is 
better than no profit at all. Tue exact figures which will 
admit of profitable traffic can only be ascertained by ex- 
periment. It is certain, however, that ifthe railroad com- 
panies are deprived of the traffic which pays small 
profits they will need to make the rates still higher on 
all the traffic which pays higher profits. 








THE DECLINE IN RAILROAD CONSTRUCTION. 





Wecommented early in the year on the probability 
ofa great decrease in railroad construction this season as 
compared with the two previous years, and gave some 
reasons for the decline. We have since called attention 
to the subject, and the weekly “Record of New Railroad 
Construction” in our columns, which rarely fails to give 
information of the construction of any new line within a 
few weeks at most of iis completion, has been a suttcient 
confirmation of our views to those who have watched it 
carefully, to say nothing of the great decrease in rail im- 
ports, which were less than half as great for the first half 
of this year as for the same time in 1872. There are some, 
however, who have questioned whether there is any con- 
siderable decrease after all,and it has even been stated 
that the year would probably show a decrease. In order 
to settle the matter, so far as it can be settled by a com- 
parison of the work of the past seven months with that 
of the same period last year, we have collected and tabu- 
lated the statistics of railroad construction for the year, 
in the United States, including all of which we have in- 
formation at this date, which will be found very nearly 
complete for the seven months ending with July. We 
give the mileage of each railroad cons:ructed in 1873 in 


each State : 
NEW HAMPSHIRE. 


Miles 
I I 55:5 w'scss.osn ons cena eotaamaemaneen ea aet, ies 5 
BO oa s.o vin. vncd nccbssnwenassncockesesncscen 12 
Boston, Concord & DRRSOME. ; «ss s.cousod ektsicceseatoukh' ag 8 
BR ssiisdecnasiciedceen ccpiarcsiaaiekes sekesannkapin 25 
VERMONT. 
REE CONE. oo 50 casnccacduaskstccsasnasenee oe 
Portland & Ogdensburg... ............008 senna: nant nt 8 
SE Be IG IE a 5 wien icccesincnccucceaniess-cxescnes 7 
NE iii dniacekseunds. agccocmete ain mabe sas ncaa 25 
MASSACHUSETTS. 
NET iss 050000 dav mebeasbsacaretacantcemnenee io ebesk eae 6 
ey SES 7 
Old Calony—Cape Cod Divisies ....... o<scscsccccccsscscsececee 15 
PE RE aisins snp cnn: bend Sikte Seabeeeabaabbueseben 19 
ORC is< <cherasncacsaceeunbinasss>kembbasdeh acne Geen 47 
CONNECTICUT, 
New Haven, Middletown & Williamantic................see00 2 
ONE 00i840056:k5h 0ocdkenienaraewranincnnsaeinbs ee seteeeveeees 29 
NEW YORK 
BUMAIO Bi POMAMOGR oo inc cin cece 004.05064505. 0000 0c0d000sss0e0 6 
Syracuse & Chenango Valley..........ccccosecesccscccecesccccs 14 
eee ee rrr me 
SERCORNEE EE CUP SE on. 5, . ceninmincee- wnseesenaussseesenans 2 






Utica & Blick Kiver—Carthage & eeecinn a. 
New York & Oswego Miiland..... 
Central of Long Island 


Lake Oatario Shore 12 
TI ivinitsn an d06en0kna nad: dikeasee bawebon akussoneeawins 
Mercer & Somerset 5 
ON OIE Ge OO oi vicccasnssccvasass seenes sdscnscresnabncs 13 
New York & Long Branch iccennkinbeomatleen: damibintamsamamipah 6 
ere ere een d6ksi adeeb beeeh + shaeeneanwan 24 
PENNSYLVANIA. 
Sonthwestern Pennsy'vania.............ccce.sssccee coccccece 24 
Allegher y Valley—Eastern Extension...........20+ --2+++00+ 25 
Pennsy RRR GL NMR. 5 acs chess tchennedecswaee! oncees 7 
NT 55 ssaiiebickin knee Seen ecaencaneeen 56 
DELAWARE 
Smyrna & Delaware Bay......... ..ccccccccce.ccoccessccseee 7 
Pennsylvania & Deleware. ..... v0sessccccascocsecvescesessssses 7g 
DOD vnsinccckneensinccstisstecgasl penksageeiressanneene 14% 
MARYLAND. 
Baltimore & Ohio—Metropolitan Bravch...........cess00 «+ 13 
OT sss - anise ks: 0nee need nsdn pain peiatennseeapaeenenere 13 
VIRGINIA. 
Chesapeake & Ohio—Lowmoor Branch 2 


Lynchburg & Danville 


eee eee eee reer eee ree ees 











I Soko cbncadsicnssdenceonweeneke.eeantaakmenestaksaee 
WEST VIRGINIA, 

Chosapenke & O10. 2.0.0. sccccccvcccoccesecccccccosese pntominas 22 

I ois in dcacinaeeoeek toemnnee kw ebbninkae neha bwie 22 
NORTH CAROLINA. 

Wilmington, Charlotte & Ruatherferd 4 

Northwestern North Carolina............ esse nn 2 

OAD caisincsa cons anccrnsdcccudes<ecbeveeeksoesiebenenaed 19 
SOUTH CAROLINA. 

Atlanta & Richmond Air line.................06 ondssdscoucens 32 

rr esr a ee bs0shhnenehed<sneseee 24 

DUNE sccninivssiscsscieadiaanlins ee cceeccescccccccceccees 56 

GEORGIA. 

Southw stern ot Georgia—Perry Branch..... ae 

Blakely Kxtension -. 86 

Atlanta & Richmond Air Line............... nakcnieiin 

DONS a> ido. owen Se csan se TER eee hide eee: cakeneak 59 

MISSISSIPPI. 
Na‘chez, Jackson & Columbus.... ......02. cccccscccccccses a 
DOR go cdiisdn siwhsijininse>ctedeeussnbatvhenncnseparssaales 7 
LOUISIANA. 
Louisiana & Texas—Houm Branch ............ apaaaoesencnnee,, SP 
UE. ia. ckvscsed <00tssdsnbedaeaseensenhs baa Ge beccesee 15 








TEXAs 
I BT I iin kon bs taba abindancasnceoses 9 
International & Great Northera—lnternational Division...... 22 
* Great Nortneru Division.. 43 
I TE ins cs cnncsiarsgnaddss enteeebsansedenl 40.00 * 139 
WO Kssd di viveken ce 660606600000 s -000506d Cvbceneress 233 
ARKANSAS. 
UD PN oc E eet CL Sr ekeins Labhoupeabeneb ance 65 
Little Rock & "Fort Smith pebbbindhs $6640 06+06000eRE0sn0C009.06 51% 
Little Kock, Pins Bluff & New Orleans............ ..--..-.. 55 
Mississippi, eee 15 
cc knstrveihdebid ketindinnateienestenwebeesbinnd IPG 
TENNESSEE. 
Mississippi Certral ~aaeggpenes Cnn £25 aenresodaenenernacer ses Q7 
Paducah & Memphis..... ..............0. RS eee es 37 
BERNE B TUR 5s 000 cccececcces0r08cnesessc0c0sesee ness 10 
NN bi iike ccccccscnenesbacdniscesedecnensesaesbeseoens 74 
ouso. 
Cleveland, Mount Vernon & Delaware,........---.--.+-++++++ 14 
Marietta & Pittsburgh...-......-2----s--eeeeee cece eeee ee eeeee 2) 
Mahoning Coal Raflrond............cccccccccccccceccccccccsccces 30 
Dice ne eetnsscsecctanbebeensstnississneaneesessarien 64 
MICHIGAN. 
RG B The Ts onda cncndsccovecisescseerinbupsiessancoes 22 
Detroit, Lansing & Lake Michigan—Stanton Division........ 1% 
Toledo, Canada Sowhern & Detrvit...... sak Qhseeeacsburhes 12 
UCR SERS © BR ncn cs cccnccccnceesansccenesescsssees 19 
ee oe bin bcd cedesahadhbenedincetaniebunesssbeneecs 60% 
INDIANA. 
EE ee ee eh aL Oe ee rer EP eae Toe 17 
Chicago, Danville & Vincennes—Fountain Couaty Branch.... 3 
ibe a cdi sae ae bk ceeeauh nid dds sebesesenreesnsteaes 20 
Indiana & Illinois Central 55 
Cairo & St. Louis........... 44 
Chicago & Pacific saan 20 
Rockford, Rock Island & St. Louis...07.20° 2... i 
Se ae SNA 60's b5.05-05.00 00hn0 5s - bnndedees000s0neesonsne 54 
NE his a dkcekcdcaaes iosapeebdshadbasacbdewennenss ahem 18034 
WI2CONSIN. 
Chicago & Northwestern—Madison puerion 5 
Miiwaukee & Northern 2639 






Wieconsin Valley.. 








Northwestern Union. a 5936 
Wisconsin Central.. 11 
Ean bdesndkcesnbishnsdecseadedeasatepensvaaneasasants 150 
10WA 
I i ea csuesbabiwesekereosansees 19 
Burlington, Cedar Kapids & Minnesota kb0000000806506 redaiddee 
Milwaukee Division 20 
Pacific Division 
Burlington & Southwestern. 
aks 45.05 condense dns ngen bbanddandnnnsseesneadaaenete 
DAKOTA. 
TROND ROTI, 6:00 5cne.s0eeccce cove casccoces ee ee 9 
I ik kcéekcenhaentseceskakens: 440. 00%  e00050000nes 25 
Se a RL On cesnesrs 2600resdnnnseneseaninnsennn 27 
a pkbe Meidnihadbesaerbhenbae << bebe sabe nee 61 
M!SSOURI. 
Mempbie, Carthage & Northwestern...........-...0.scceseeees 10 
SN, SN TP INO 5.5. 086000505 45000508000 06856: 006008 53 
Burlington & Southwestern...........-.ceccccccccescccccccess 8 
ee ee Oe nn ccascaceesscantainehbeiee-os 30 
We. Teele, BAG: TAS TOE ooc.c0cs osscccccccccscessecesss 4536 
DO noi 600 0stnsccdndsewhenssicnstbnnsestneetesessesees 14646 
KANSAS, 
Janction City & Fort Kearmey........c.cc0 soo cocccccccccsccs 33 
WUD ikdsse ince inctandanaedssdsaaeatarizesanaseaecs 33 
COLORADO, 
Oaterabe Cocteal. ...scccssccascceces pdabadubadséaneeik ceananee 6 
Atchison, Topeka & Santa Fe. .........csceseceeecesseceecce 12 
WR nins deneesdccsdcannannccae Sheedssbenesaunsonensons 18 
UTA 
TA TOI: 65 i 00ciinndsssesietnessacnsexevesens énstelebas: Oe 
Waheutch & Jordan Valley 6% 
Es inksdekiadiwnbiddeeanbiasnetnah <pcksae ahetenneies 144% 
NEVaDA. 
Dane Bs I ois cid scsncccscescnescesenn « ptienendnks 18 
WES sa nictin apne nein didi vaeehiasesed SesmaeRDAREI EROS 18 
CAL)FOBNIA 
ER icccsnrdccseksdseuates> 68 .s0ebasenbeosasaien 24 
RRS TRIO ooo 0 0.650. 0:00.0:000:06.06006000000 60000060 000000000000 17 
ES Ey PE Tee eT ee eee ee ee ee eres 41 


This is a total of 1,872} miies of new railroad on 
which the track has been la‘d this year. In the corres- 
ponding period last year we had information of the com- 
pletion of 3,237 miles of road. We see, therefore, that 
this year’s work so far has been less than three-fifths of 
last year’s, and if the same proportion is kept up for the 
next five months we will have constructed 4,272 
miles of railroad in 1873 against 7,365 miles 
in 1872. There are some reasons why there 
may be hereafter an increase in activity in railroad con- 
struction, the chief of which is the lower price of iron, 
which is about ten dollars less per ton than early in the 
year, making a difference of about $1,000 per mile in the 
cost of aroad. But tbere are other reasons which in- 
cline us to believe that the activity for the rest of this 
year will not be comparatively so great as last year. The 
first of these is that comparatively little preparation 
has been made for laying track, and though nearly 
two-thirds of the tracklaying is usually done in the 
last five months of the year, this is largely because a great 
deal of grading is usually done earlier, so that a large 
amount of road-bed is ready for the rails. But this year 
there has been much less than usual activity in grading. 
Few very long. lines have been begun, and by far the 
larger part of the work already done is the completion 
of lines begun last year. Still there is time to construct 
an enormous mileage yet this year if the money can 
be had immediately. Doubtless there are companies 





enough with plans made and surveys completed and con- 





tractors waiting who could complete five or six thousand 
mile of railroad before the first January if they had the 
necessary capital. The necessary capital, however, is 
very hard to get. Germany, which has done much for 
us since its late war, has had some embarassments 
at home, and has become somewhat dis- 
gusted with American railroad securities. 
And cvents here do not encourage them. Many 
States are inclined to take measures which will embarrass 
the railroad comp nies temporarily at least, and this dis- 
position is nowhere stronger than where railroads can 
barely keep out of bankruptcy, and where but for the in- 
come from their land grants they would have been bank- 
rupt long ago. The failure to pay interest on bonds 
has become almest common, and new instances 
occur at frequent intervals. The Southern lines whose 
failures have been partly due to political changes might 
not have greatly affected the credit of the country at 
large, but when these are reinforced by such companies 
as the St. Joseph & Denver, the Central of Iowa, the 
Chicago & Michigan Lake Shore, the Leavenworth, Law- 
rence & Galveston, investors, and especially foreign in- 
vestors, are justified in looking distrustfully at new rail- 
road schemes. Justified or not, they do look distrustfully 
at such schemes, and the man who gets a loan negotiated 
for a new railroad now must be able to give pretty satis- 
factory evideace that it will have some traffic to carry at 
remunerative rates when it is completed—which inavest- 
ors have heretofore seemed not to care to know. 

If we examine the location of the lines constructed 
this year, we will see some notable facts. 

Not the least of these is that 23 per cent. of the entire 
new mileage is in the States of Arkansas and Texas, and 
more than half the mileage in a single row of five adja- 
cent States reaching from Lake Superior to the Gulf of 
Mexico—Wisconsin, Illinois, Miissouri, Arkansas and 
Texas. A not less notable fact perhaps is this, that there 
is no new mileage in Minneso.a and Nebraska, only 55 
miles in Iowa and 33 miles in Kansas, 

We are not at all inclined to regret this decline in rail- 
road construction. As our readers know, we have long 
believed that we were increasing our mileage too fast, 
and that this overbuilding tended to prevent a healthy 
traffic on many existirg lines, and an economical con- 
duct of the traffic of the country where roads are too 
numerous. There is doubtless a great field for the 
profitable construction of railroads in this country still; 
but to construct a line before it is wanted may be quite 
as complete a waste of money as to construct one where 
it will not be wanted at all. Comparatively few 
unproductive years will serve to eat up the capital in- 
vested in a railroad. Meanwhile in the well-peopled 
parts of the country the community and capitalists alike 
have more to hope from the improvement of existing 
lines than from the construction of new ones where the 
old ones can be made to accommodate the traffic. 








Record of New Railroad Construction. 





This number of the RamRoap Gazette has information of 
the laying of track on new railroads as follows : 

Central of Long Island.—Exteuded southeastward 3 miles to 
Babylon, L. I. New York & Long Branch.—Track laid from 
Elizabethport southward 6 miles to Woodbridge Creek, N. J, 
Chesapeake & Ohio—Lowmoor Branch.—Completed from the 
main line to the Lowmoor iron mine in Ailegheny Couaty, Va., 
24 miles. Northwestern North Carolina.—Completed from its 
janction with Richmond, Danville & Piedmont Railroad at 
Greensboro, N. C., west 29 miles to Salem, N. C., by the exten- 
sion of track for 15 miles. Southwestern of Georgia.—The 
Perry Branch is completed from the junction with the main 
line at Fort Valley, Ga. southeast 13 miles to 
Perry, Ga.; tho Blakely LEciension is extended from 
Leary’s west by south 13 miles to Arlington, Ga.—in all 
26 miles. Zexas & Pacific.—Completed between Shreveport 
and Dallas by the laying of track on tho 10 miles between 
Grand Saline and Section 70. Burlington, Cedar Rapids & 
Minnesota.—The Pacific Division has bsen extended 
from Dysart west 9 miles to Traer, Iowa, 25 miles 
west of Vinton. Chicago & Paducah.—Track has 
been laid on the 5 mules separating the northern and 
southern sections, completing a continuous from Streator 
southward 129 miles to a junction with the Indianapolis & St. 
Louis Railroad at Windsor, Ill. Chicago, Danville, & Vin- 
cennes.—The laying of track for three miles northeast of the 
Wabash River in Indiana has completed the Fountain County 
Branch, from Bismarck, Ill., to Snoddy’s Mills, Ind., 25 miles. 
Peninsular.—Extended trom Stillwell, Ind., west by south 17 
miles to a point within three miles of Valparaiso. Smyrna & 
Delaware Bay.—Tr.ck laid from Bombay Hook west 7 miles to 
Smyrna, Del. Montpelier & Wells River.—Extended eastward 7 
miles to Nesmith’s Brook, 10 miles east of 
Montpelier, Vt. Lake Ontario Shore.—Extended from 
Sodus west 12 miles to Ontario, N. Y¥. Mahoning 
Coal Railroad.—Completed by the laying of track from the 
junction with the Ashtabula & Jamestown Division of the Lake 
Shore & Michigan Southern Railway, at Andover, O., south 30 
miles to a point six miles above Youngstown, to which it was 
completed last year. Wisconsin Central.—Extended on the 
Lake Superior section south 11 miles to a point 18 miles eouth 
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of Ashland, Wis. Litile Rock, Pine Bluff & New Orleans.— 
Extended from Dorris Lake to Pine Bluff, Ark., 3 miles, making 
the road 75 miles long. Mississippi, Ouachita & Red River.— 
Extended westward 15 miles to Monticello, 36 miles west of the 
Mississippi River terminus at Eunice. 

This isa total of 1644 miles of new railroads, making 1,872} 
miles constructed in the United States in 1873. 








Tse Grarn Movewent from the Northwest is pretty well 
shown by the receipts at Buffalo. which, tor the seven munths 
ending with July, amounted to 29,470,707 bushels against 24,- 
497,469 bushels for the same period last year, 26,337,930 in 1871 
and 16,681,591 in 1870. The receipts this year were exceeded 
only in 1863, when they reached 32,339,891 bushels. These 
figares include flour, reckoned at 4$ bushels per barrel. The 
most striking feature of this year’s movement is the great de- 
crease in corn receipts, which were only 11,401,618 bushels, 
against 15,870,022 last year. This cannot be for any lack of 
product, for there probably never was more corn in the West 
than during the past year; nor for any increase in price, for 
corn has not been so cheap since the first years of the war; 
nor for auy increase in the cost of transportation, for rates by 
lake (over which au overwhelmingly large proportion of the 
corn shipments are made) have been on the average hardly 
half as high as last year. The conclusion is inevitable that 
there has been an over-production and that the market is 
over-supplied. The price of corn to the consumer is much 
lower than last year, and yet consumers are not willing to take 
the crop. The falling off in the corn movement, however, is 
more than made up by tho increase in flour and wheat, the 
recelpts at Buffalo having been 11,563,631 bustels this year, 
against 3,257,918 in 1872. The canal seems to have recovered 
somewhat of its wheat traffic, which of late years had largely 
leftit for the railroads, while the canals have taken most of 
thecorn. But this year the canal has taken less than seven 
million bushels of the corn, or about 62 per cent of the entire 
Buffalo receipts, and more than eight millions of wheat, or 
more than 70 per cent. ot the receipts. 








Tue Lrrration oF Lrz-overR Tickets was charged to be 
illegal in the case recently decided in the Illinois Su- 
preme Oourt. A passenger having bought a ticket at 

* Chenoa, McLean County, Ill., to Chicago, over the Chicago & 
Alton Railroad, wishing to stop at Juliet for a time, procured 
from the conductor a lie-over ticket, which assumed to be in- 
valid after 30 daya. Having remained more than 30 days, the 
passenger presented it in lieuof fare, and refusing payment 
was ejected from the train. Suit having been brought, the 
passenger claimed broadly that a railroad company has no 
right to prescribe when and how the journey shall be made for 
which it has sold atickct. The Court decided that the con- 
tract entered into by the company in selling a ticket is entire 
in its character, and gives the holder the right only to make 
the journey as a whole; that when the company has entered 
upon the performancv of its contract the passenger has a right 
to insist that it shall continue until completed, and that on the 
other hand the company has the right also to insist that it shall 
continue until comp'eted. The passenger has no right toa 
lie-over ticket, and any that the company may give him makes 
@ new contract, executable according to the terms expressed 
in it. 








RAILROADING IN Mextco seems to be in a very unsatisfactory 
condition, if we may believe the Eco de Ambos Mundos of June 
15, which says that the irregularity and disorder with which 
freight trains are run over the uneven parts of the road has 
formed the subject of a cabinet meeting, and that the adminis- 
tration is likely to fix a date by which the Company must be 
prepared to work the line from Mexico to Vera Cruz with some 
certainty aud regularity, else it will not be permitted to run 
freight trains further than from Vera Cruz to Fortin, which, we 
believe, is about one-third of the distance, and the carriage 
thence wil] be done by mules and wagons, as before the railroad 
was constructed. This leads the Foro, another Mexican paper, 
to say: “Sadness and even worse, is occasi ned by the thought 
that in Mexico transportation by carts is necessary, when there 
is a railroad which has cost the nation so much money. Mules 
serving asathreat tosteam! Whatashame!” This is as if 
we were to return to the overiand mail coaches and abandon 
the Pacific railroads, though the distance in Mexico is compara- 
tively short, to be sure, anda part of the railroad is worked 
with difficulty and at great cost, owing to long-continued and 
very steep grades. 








Boxtvia is one of those wonderfully rich South American 
countries where everybody is poor, and those who are rich are 
never quite sure that a “‘revolution ” may not doastroy their 
property or dispossess them of it almost any fine night. Not 
to be behind the age, Bolivia set about getting a railroad 
around the rapids of the river Madeira, which would enable its 
exports, when there should happen to be any, to get to nav- 
igable waters on the Amazon, and so to the Atlantic and a mar- 
ket. So the country issued a considerable amount of six per 
cent. bouds, secured by sundry guano deposits and customs, and 
sold them in England at 68, and made a contract with a con- 
struction company to build its 150 miles of railroad within two 
years. The two years have passed, and no railroad has been 
made; and now itis reported that the construction company 
excuses itself by saying that it found that the road must be 
200 miles long, instead of 150. 








Tus Iste or Man, which has an area of 282 square miles 
and a population of about 52,000, has under construction 
and partly completed two narrow-gauge railroads, which are 
the first, we believe, that have been completed in Great 
Britain since the Festiniog. Oue of these lines via from Doug- 
las, coutheastward down the east coast of the island to Castle- 
town, about 15 miles, and the other directly across the island 


from Douglas, west by south to the west coast of Peel, of about 
the same length. The latter line was opened July1. The 
arguments and agitation in favor of narrow-gauge railroads 
have come from Eugland almost exclusively, but they seom to 
to have had very little effect there, these Manx railroads and 
two short lines in Wales (the latter now under construction, 
we believe) being the only ones even proposed, so far as we 
know. 








‘Ss DIsCRIMINATING Rates” are complained of by certain New 
York shippers, chiefly sugar refiners, who are reported as say- 
ing that discriminations are made by the railroad companies in 
favor of Boston, Philadelphia and Baltimore, and against New 
York, which puts shippers at the latter city at a disadvantage. 
Now rates from Boston to Chicago on tourth-class freights are 
always or nearly always five cents higher per hundred, and on 
first-class ten cents higher than New York rates, the distance 
being 60 miles, or about seven per cent. greater ; while Phila- 
delphia and Baltimore rates are five and ten cents lower, the 
distance being 90 miles or more less. Baltimore’s sugar and 
coffee business grows, especially with the South, it being 200 
miles nearer to that market ; but New York business grows very 
much faster than that of either of the other cities. Meanwhile 
the rates on sugar have for yers been so low that no road 
could keep out of bankruptcy if all its traffic were done at so 
small a profit. Usually the only justification for taking fourth- 
class freights westward at the ruling prices is the fact that the 
cars go east fulland must be hauled back, and without very 
low rates they would go back empty. 











The Railroad Article in the New Pennsyviania Con- 
stitutton. 





The Pittsburgh Telegraph of July 14 gives some of the later 
works of the Pennsylvania Constitutional Convention on the 
railroad article as follows : 


The Constitutional Convention is struggling with the article 
on railroads, aud has materially amended it since it was adopt- 
ed in Committee of the Whole. Ona Friday there was a pro- 
tracted discussion over the section prohibiting railroads en- 
gagiog in tne business of nnining and manufacturing articles 
tor transportation over their Jines. After voting down a num- 
ber ot amendments the section passed second reading as it 
came from the Committee. It not only prohibited raiiroad 
corporations from eugagingin mining or manufacturing for 
transportation over their own lines, but prohibits them from 
engaging in any other business than that of common car- 
riers, or holding or acquiring lands except such as may 
be necessary for their business. This was adopted by 
58 to 38. A new section was also adopted, prohibiting 
the officers, agents or employees of railroad companies 
from being engaged or interested in the transportation of 
passengers or freight over roads owned, controlled, or leased 
by the company wit which they are connected. This is aimed 
at the abuses of the fast-freight line system—the wheels within 
wheels of so many railroad corporations. It was adopted by 
60 to 20. The section prohibiting discrimination in charges 
against the people of this S:ate, requitiag that no higher 
charge shall be made for a short distauce than a long one, and 
prohibiting special rates aud drawbacks, was debated at length, 
aod has not yet been tiually disposei of. Tie raiiroad peuple 
are very anxious to have this section modified. Mr. John 
Price Wetherill, of Puiladelphia, in support of his motion to 
strike out, gave their view of the question as follows : 

“He said that ander the present through rates of 40 cents 
per 109 pounds the section would make freights from Harris- 
burg to Philadelphia 4 cents, and from Philadelphia to Lancas- 
ter 3 ceuts per 10) pounds, which would be simply ruinous to 
the company so charging. Again, under the provision for ex- 
tra charges for distauces of 50 miies, while the rate from Phila- 
deiphia to Linvaster would ba 3 cents per 100 pounds, it wou'd 
be 25 cents per 100 pouuds for freight 10 miles this side of 
Lancaster, or whatever just and Jiberal rate the railroad might 
charge. ‘The uoreasonableness of the sections would be at 
ouce apparent in its appareat discrimination against the inter- 
ests of localities. ‘he popular dissatisfaction occasioned by a 
similar law in Illinois, where the railroads in the inte- 
rior had beeu compelled to increase their local rates so largely 
that trade in many instances had been absolutely driven from 
the State for the benefitof the competing lines of other States, 
the cousequent enhaucement of the value of land on the East- 
ern line ot [llinois, and its rapid depreciation in the central sta- 
tion—had awakened the farmers tuere to their danger, and they 
were demauding the repeal of the iaw. The city of Chicago 
had thus been injured. the speaker was informed, to the 
extent of ten or twelve cars of grain per day. The speaker pro- 
ceeded to show that, in its applicability to through and local 
rates, the rule of the section would be alike disastrous to public 
interests.” 

Several delegates in their speeches made attempts on the 
the Pennsyivania Railroad for its unjust discrimation against 
citizens along its line, by charging higher rates for a shorter 
than a long distance ; thus, th tariff for soda ash from Phila- 
delphia to Bellefonte was in excess of the rate to Pittsburgh, 
and the freight on a car of wheat trom Chicago to Huntington 
was $40 or $5U greater than to Philadelphia. Ex-Governor 
Curtin defended tue railroad company, and claimed the sec- 
tion, if passed, would have no effect, inasmuch as by their 
charter that company had the right to charge 3 cents per ton 
oe mile, and they had never come up to their maximum. He 

eld that these local discriminations were regulated by the 
laws of trade, and that these laws could not be perverted or in- 
terfered with by constitutional and legislative enactments with- 
out detriment to the public at large. With reference to lower 
rates for citizeus of other States, made necessary by our com- 
petition with rival lines for the Western traffic, he could 
not understand why our own people should complain because 
their beef and their bread were thus secured to them at cheap 
rates. 
The following are some of the sections adopted : 


“Sec. 8. No corporation engaged in the transportation of 
freight or passeugers in or through this State shall make any 
discriminati n in charges for the carriage of either freight or 
passengers between or agaiust the peop'e thereof, nor make a 
higher charge for a shorter distance than for a longer one, in- 
cluding such shorter distance, aud no special rates or draw- 
backs shall, directly or iadirectly, be allowed, excepting ex- 
cursion or commutation tickets. Roaasonable extra rates 
within the lhmits of the charter of a company may be made in 
charges for any distance not exceeding fi‘ty miles. 

“Sec. 9. All railroads and canals are declared public highways, 
and ail individuals, partnerships and corporations shall have 
equal right to have persons and property transported thereon, 
except as above excepted, and all regulations adopted by the 
companies owning,controlling and mavaging such railroads and 
canals, having the effect of hindering or discriminating againet 
individuais, partnerships or corporations, except as above ex- 
cepted, in the transportation of property on such railroads and 








canals, shall be void, and no railroad corporation, nor any lessee 
or manager of the works thereof, shall make any preference in 
their favor, or between individuals, partuerships and companies 
shipping and transporting thereon iu furnishing cars or motive 
power.” 

Asection was offered by Mr. Knight, of Philadelphia, who 
we believe, is connected with the Pennsylvania Railroad Com- 
pany, prohibiting the giving of free passes to others than the 
officers and other employees of the railroad companies, and it 
was adopted by a vote of 62 to 15. 

A section to the following effect was also adopted : 

**No corporation shall issue stock or bonds except for money, 
labor or property actualiy received, and all fictitious increase 
of stock or indebtednegs shall be void. Stock and indebtedness 
shall not be increased except in pursuance of the general law, 
nor without the consent of ‘the persons holding the larger 
amount in value of the stock first obtained at a meeting to bo 
held after sixty days’ notice given in pursuance of law.” 


“@eneral QMailroad Mews. 


ELECTIONS AND APPOINTMENTS. 














—Mr. James M. Hall, formerly connected with the general 
ticket department of the Toledo, Wabash & Western and for 
several years past with the same department on the Michigan 
Southern ve 9 Lake Shore & Michigan Southern roads, bas 
been appointed General Ticket Agent of the Canada Southern 
Railway and its connections, with office at St. Thomas, On- 
tario. 

—Mr. J. C. Williams, Chief Engineer of the Mahoning Coal 
Railroad, has been appointed also Superintendent of the 
Youngstown Division of the Lake Shore & Michigan South- 
ern road, which division is formed by the Mahoning Coal Rail- 
road. 

—The officers of the newly-organized Chippewa Falls ‘& 
Western Railroad Company are as follows: President, Thad, 
C. Pound ; Vice-President, J. B. G. Roberts; Secretary, L. C. 
Stanley ; Treasurer, D. E. Seymour. 

—Captain W. G. Walker, formerly in the employ of the New 
Orleans, Baton Rouge & Vicksburg Railroad, has been ap- 
= Chief Engineer of the Shreveport & Southwestern Rail- 
road, 


—Under the law of 1869, the Governor of Illinois has ap- 
pointed J. W. Marks and G. D. Chaffee, of Shelby County ; 
Jonathan Pattcrson and William Patterson, of Moultrie County, 
and James Dogery, of Fayette County, directors of the Toledo 
& St. Louis Air Line Railroad Company on behalf of the 
State. 


—Mr. John Skinner has been appointed foreman of the Dela- 
ware & Hudson Canal Company’s car and carpenter shops at 
Oneonta, N. Y. 

—The Sharon Railroad Company was recently organized at 
Sharon, Pa., by the election of the following directors : E. A. 
Wheeler, P. L. Kimberly, Sharon, Pa.; Jonas J. Pierce, Sharps- 
ville, Pa.; Robert E. O’Brien, James E. McFarland, Jobn T. 
Wann, M. Park Davis, Meadville, Pa. The board elected the 
following officers: President, George Boyce, Sharon, Pa.: Sec- 
retary, John H. Dynes, Meadville, Pa.; Treasurer, J. H. Deve- 
reux, Cleveland, 0.; Chief Engineer, R. W. Steele, Mead- 
ville, Pa. 

—Augustus Schell has been chosen a director of the New 
York, New Haven & Hartford Railroad Company to succeed 
Horace F, Clark, deceased. 


—R. C. Vilas, formerly of Erie, Pa., has been apy ointed 
General Freight Agent of the Erie Railway, to succeed George 
R. Blanchard, made Second Vice-President. 

—At the annual meeting of the Northwestern North Carolina 
Railroad Company at Greensboro, N. C., July 24, the following 
directors were elected : A. S. Buford, A. Y.Stokes, W. T. Suth- 
erlin, H. B. Marshall and W. L. Owen, of Virginia; T. B. 
Keough, E. Belo, R. Ls» Patterson, W. H. Wheeler, H. W. Fries, 
Charles E. Shober and T. M. Holt, of North Carolina. Colonel 
A. S. Buford was elected President of the company. Colonel 
Buford is President and Mesers. Stokes, Sutherliv, Marshall 
and Owen are directors of the Richmond & Danvilie Company, 
which owns a majority of the stock of the Northwestern North 
Carolina, 

—Gen. William H. Duffield, of Detroit, has been appointed 
Superintendent and Chief Engineer of the Kentucky, Cumber- 
laud Gap & Southern Railroad, and is now in the tield witha 
large surveying and constructing force. 

—At the annual meeting of the Marquette, Houghton & On- 
tovagon Ruilroad Company recently, the following board of 
directors was chosen : S. P. Ely, Marquette, Mich.; 8. L. Smith, 
Lansing, Mich.; C. H. Palmer, Pontiac, Mich.; H. N. Walker, 
George Jerome, Detroit, Mich.; Moses Taylor, John Steward, 
New York; Charles F. Adams, Alexander Agassiz, Boston. The 
board elected officers as follows: President, H. N. Walker; 
Vice-President, 8. P. Ely; Secretary and Treasurer, E. F. Hat- 
field. Itis understood that Mr. Walker will soon resign the 
presidency in favor of John Steward. 


—Mr. J. P. McCall has been appointed Train Dispatcher at 
Middletown, N. Y., on the New York & Oswego Midland Rail- 
= Mr. McCall has been in the Erie Railway office at Jersey 

ity. 

—The Jacksonville, Pensacola & Mobile Railroad Company 
has been reorganized with the following officers : President, 
Col. D. P. Holland, Tallahassee, Fla.; Vice-President, D. G. 
Ambler, Jacksonville, Fia.; Treasurer, E. W. Denney, Jackson- 
ville, Fla.; General Manager, Col. James G. Gibbs, Tallahassee, 
Fia.; Superintendent, F. B. Papy, Tallahassee, Fla. 

—Mr. J. J. Frey has been appointed Superintendent of the 
Sedalia Division of the Missouri, Kansas & Texas Railway, in 
place of 8S. G. Saitmarsh. Mr. J. H. Doyleis Superintendent of 
the Osage Division. 

—Mr. L. W. Filkins has been appointed General Passenger 
and Ticket Agent of the Stonington Line from New York to 
Boston. His ottice is at Pier 33 North River, New York City. 

—Mr. R. H. Pratt has been ry meg Superintendent of the 
Salt Lake Division (Toano to Ogden) of the Central Pacific 
Railroad, in place ot James Campbell. Mr. A. D. Wilder is As- 
sistant Superintendent of the California Pacific road, in place of 
G. F. Hartwell. 


—Mr. F. H. Gordon has been appointed Auditor of the Char- 
lotte, Columbia & Augusta Raiirvad. “ 


—Mr. M. G. Carey has been appointed Superintendent of the 
Northern Division and Waco Branch of the Houston & Texas 
Central Railroad, in place of A. Angus, resigned. 

—Mr. W. A. Thrall], General Ticket Agent of the Chicago & 
Northwestern, has been appointed to the same position for the 
Winona & St. Peter road, which the Chicago & Northwestern 
owns. 


—The stockholders of the Chicago & Port Huron Railway 
Company (formed by the consolidation of the Peninsular and 
the Port Huron & Lake Michigan companies) have chosen the 
following board of directors : Edgar White, William C. Ban- 
croft, Port Huron, Mich.; William Hamilton, Flint, Mich.; Isaac 
Gale, Corunna, Mich.; Joseph M. Ward, E. C. Nichols, Battle 
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Creek, Mich.; Elisha Shepard, Charlotte, Mich.; William D. 
Judson, W. Bailey Lang, New York. The board met at Port 
Huron, Mich., July 31, and elected officers as follows: President, 
W. Bailey Lang ; Vice-President and General Manager, William 
C. Bancroft; Secretary and Superintendent, E. B. Taylor, Port 
Huron, Mich.; Chief Engineer, Charles Palmer; Counsel, L. D. 
Dibble, Battle Creek, Mich. 

-A circular from Mr. William A. Baldwin, General Superin- 
tendent ot the Philadelphia & Erie, announces the following 
appointments, which took effect August 1: a 

Mr. Thomas Gucker (Superintendent of the Eastern Division 
of the Philadelphia & Erie) will have charge, as Superintend- 
ent, of the Susquehanva Division of the Northern Central, 
from Sunbury to Marysville. His office is at Williamsport, Pa. 

Mr. J. K. Sharp will have charge of the business of the Sus- 
qrebesne Division at Harrisburg, with the title of Assistant 
Superintendent. All employees at Harrisburg and in the 
Marysville yard will receive their orders froin him. 

Mr. E. B. Westfall is appointed Superintendent of the Sun- 
bury Division, which comprises the Shamokin Branch of the 
Northern Central. The Danville, Hazleton & Wilkesbarre Rail- 
road will be attached to the Sunbury Division, under charge of 
Mr. Westlall. All employees in the coal trade on the Lack- 
awanna & Bloomsburg road, between Sunbury and Nanticoke, 
will also report to him. His office is at Sunbury, Pa. 

—Augustus Schell, of New Y rk, has been chosen a director 
of the New York, New Haven & Hartford Railroad Company, 
in place of the late Horace F. Clark. 

—Mr. Alexander P. Fonda, who was for several years auditor 
of the Hudson River Railroad Company, died at his residence 
in Paterson, N. J., August 2. 

—Mr. James Morrell, who was President of the Philadelphia 
& Trenton Railroad Company for 36 years, from 1834 to 1870, 
died in PhiladeJphia August 2, at the age ot 86. 

—Mr. H. Kk. Rhoads, Division Operator for the Eastern Divi- 
sion of the Philadelphia & Erie, has been appointed to the 
same position for the Susquehanua Division of the Northern 
Central Railway also. 








PERSONAL. 





—Mr. L. F. Marshall, Superintendent of the Flushing & 
North Side Railroad, of Long Island, has resigned. The Rvad- 
master, Mr. H. C. Moore, acts as Superintendent for the pres- 
ent. 


—Mr. John Quine, Master Mechanic of the Grand Rapids, 
Newaygo & Lake Shore Railroad, died of paralysis at Grand 
Rapids, Mich., August 1. 

—NMr. Alfred R. Fiske, who recently resigned the position of 
General Superintendent of the Northern Centrai Railway, 
which he had filled for many years, has become Manager of 
the extensive iron mills of Atkins & Brother, at Pottsville, Pa. 

—Col. R.P. Morgan, Jr., late Railroad Commissioner, has 
been nominated by farmers’ convention for the office of Treas- 
urer ot McLean County. Colonel Morgan was the only mem- 
ber of the Board of Commissioners whu had had experience in 
railroad business, and was displaced by Governor Beveridge, 
it is said, because he had an advertisement in the Ramtroap 
GazETTE. 








TRAFFIC AND EARNINGS, 





—The earnings of the Milwaukee & St. Paul Railway for the 
montli of July were : 1873, $834,320; 1872, $188,348; increase, 
$345,972, or 703 per cent. 

—The earnings of the Wicomico & Pocomoke Railroad for 
the year ending April 30, 1873, were : 








From passengers.........-2-ceeecceecccecee covcccccceceees 9.527 60 
Frou freight...........ceeeeee ee eee ence ccc ccereces grtecees 22,331 75 
From express.......... ++ + ceecccccccceceeccceoscosecccones 957 07 
From miuails..........cccecccee eoccescccccccccsce oc ccocccce 1,150 00 
Gross earnings ($1,477 per Mil€)......... sce seeereeecceeeees $33,966 42 
Operating expenses (523g per cent.)....... » oon 19,766 35 

Net earnings ($617 per mile)..........-.+0- enianaveried $14,200 07 


The trains carried 6,843,723 pounds of freight. The road 
is 23 miles long from Salisbury, Md., on the Eastern Shore road, 
to Berlin. 


—The earnings of the Kansas Pacific Railroad for the third 
week in July were : passengers, $23,256.15; freight, $48,025.60; 
mails, $2,055.31; total, $73,337.06. Of this amount, $2,161.54 
was for transportation of troops, mailsand government freight. 

—The earnings of the St. Louis & Southeastern Railway 
(consolidated) for the third week in July were: 1873, $26,- 
598.32; 1872, $17,325.23; increase, $9,273.09, or 53} per cent. 

—The following are the earnings of a number of Canadian 
railroads for the month of May: . 


























- ~ i i 

RaILways. 1873. 1872 =— = 
Brockville & Ottawa.......... $26.756 92) $32,809 00) 86 86 
Canada Central..............- 8,388 34 4,760 00) 28 28 
Cobou:g,Peterboro’ & Marm’a 4.954 00 6,853 00) 22 22 

Great Western........... 2... 493,969 58] 435.578 37) 35136) 35144 
Grand Trunk.......... ~ see] 797,820 OF} 678,205 90/1577 1377 
AaterOGlOMlal......<scccescccee 70,':70 74). 2.22. .-.-| 269 | 269 
Midland of Canada............ 36,936 4: 29,425 55) 89 89 
New Brunswick & Canada.... 20,996 4 20 923 88) 138 138 
St. Lawrence & Ottawa....... 16,682 8 15,338 34; 54 54 
St. Lawrence & Industry..... 1616 2 791 23) 12 12 
Toronto & Nipissing......... 17,540 7 11.614 89) 88 63 
WARE... nccccccsccseses +20 15,338 1 9,039 47| 25 





—The earnings of the Toledo, Peoria & Warsaw Railroad for 
the mouth of July were: 1873, $108,039; 1872, $90,072; increase, 
$17,967, or 19 per cent. 

—The receipts of tolls on the Erie Canal from its opening 
until July 21 were $1,025,768.77, against $1,007,971.50 till the 
same date in 1872, when the canal was opened earlier. 

—July 31, 255 car-loads of cattle were shipped eastward over 
the New York Central & Hudson River Railroad, —y the 
largest amount ever shipped on one day over one line. 

—The earnings of the Denver & Rio Grande Railway for the 
month of June were $42,605.53, being at the rate of $275 per 
mile for the month. 


—The Baftalo Commercial Advertiser reports that the receipts 
of flour and grain at that point for the month of July were: by 
Lake and Grand Trunk road, 10,419,627 bushels of grain and 
160,282 barrels of flour; by Lake Shore road, 1,510,500 bushels of 

rain and 102,300 barrels offlour. For the six months ending 

uly 31 the receipts were: by Lake and Grand Trunk road, 27,- 
011,312 bushels grain and 491,879 barrels flour ; by Lake Shore 
road, 13,385,600 bushels grain aud 877,800 barreis flour. The 
receipts by Lake aud Grand Truuk road show an increase of 
about 203 per cent. over last year and those by the Lake Shore 
a decrease of nearly 1 per cent. The shipments eastward by 
railroad for the seven months ending July 30 amounted to 17,- 
263,857 bushels of grain, an increase of about 0} per cent. over 
last year. ‘The shipments eastward by canal from the opening 
of navigation up to July 31 were: 2,730 barrels of flour and 
17,265,293 bushels grain, a decrease of over 2 per cent. from 
laat year. In the shipments by canal there was an increase of 








5,830,000 bushels of wheat over last year, and a decrease of 5,- 
438,600 bushels of corn and 1,045,600 bushels of oats. 








CHICAGO RAILROAD NEWS. 
Chicago, Rock Island & Pacific. . 


This company, which used to bring to Chicago some twenty- 
five car-loads of grain per day from Peoria, now transports 
none whatever. Nota car-load of grain has been drawn over 
the Rock Island road from Peoria since the first day of July. 
The company will soon have its new tariff for the Southwestern 
Branch ready to go into operation. The company has begun 
the laying of a track from Washington Heights to Calumet 
harbor, a distance of about five miles. The grading was almost 
entirely done by the owners of the property through which the 
road willran. It is built to accommodate traffic to and from 
South Chicago, which is a rapidly growing snburb of the city. 

The company has obtained no clue to the bandits who at- 
tacked the train in Iowa, July 21. They have armed their train- 
men with breech-loading rifles, which will be pretty likely to 
prevent a recurrence of such an attack. 


Lake Shore & Michigan Southern. 

August 4, regular trains began running upon the new 
* Youngstown Division” of this road, between Andover and 
Youngstown. : 

Mr. J. C. Williams has been appointed Superintendent of the 
Youngstown Division, in addition to his duties as Chief En- 
gineer of the Mahoning Coal Railroad Company, with head- 
quarters at Youngstown. 


Chicago & Alton. 


The bridge at Louisiana is in rapid process of construction. 
The cholera, which made its appearance in the town and proved 
very fatal fora tme, scattered the workmen; but there are 
now about 500 men employed in the construction of the bridge 
across the river, besides an equal number of men in Buffalo aud 
Pittsburgh preparing material, It is the purpose of the com- 
pany to have the bridge completed by the first day of December 
next. If it is, it will be the greatest feat of bridge construction 
ever performed in the West. 


Passes and Live Stock Business. 

The withbolding of free passes by the cattle-transporting 
railroads has caused some ill-feeling on the part of heavy 
cattle shippers, and a temporary withdrawal of their business 
and its transference to other roads. Butin general the new 
freight tariffs have not caused a diversion of the business to 
avy considerable extent. 


Chicago & Northwestern. 

The case of Thomas Sayles versus this company, involving 
the gains of the company by reason of their use of the Tanner 
car brake without paying the royalty, has taken another step 
towards a conclusion—perhaps. The Master in Chancery in 
the United States Circuit Court reports against the company, 
recommending damages amounting to $63,638 40. This case 
is simply a test one, and will involve the payment of heavy 
damages by all other railroad lines which have ased this or the 
two other patents, since itis claimed that nearly all the im- 
proved makes now in use are infringements of the Tanner 
patent. 


Chicago, Milwaukee &?8t. Paul. 

Railroads do not find it an easy affair to get the right of way 
in Chicago, even through the most insignificant block. Last 
week Jacob P, Willard prayed for and obtained a temporary in- 
junction against this company, restraining it from laying a 
track on Carroll street in front of his property, which lies on 
the corner of Carroli and West Desplaines streets. 


Chicago,. Danville & Vincennes, 

This company is now operating its Indiana Division, which 
exter ds from Bismarck Junction, 10 miles north of Danville, 
southeast about 15 miles to Covington, Ind., and thence south 
10 miles down the east bank of the Wabash to the coal mines 
in Fountain County, Ind. The company expects to receive a 
large coal traffic from this branch. 

Chicago, Burlington & Quincy. 

On the 25th ult. two attempts were made in one day to throw 
trains on this railroad from the track, and in both instances 
the trains struck the obstructions ata high speed, and only 
the unskilliul disposition of the latter prevented serious wrecks. 
One of these was passed over in the morning between Meriden 
and Mendota. and the other near evening between Cameron and 
Galesburg. In the latter case bars of iron were tied to the 
rails with telegraph wire, but in sucha way that the cow- 
catcher tore away the fastenings. 








ANNUAL REPORTS. 


Atchison, Topeka & Santa Fe, 


This Company’s road extends from Atchison, Kan., southwest 
to the Arkansas River, and thence west to the western line of 
Kansas, 470 miles. The company also operates the Wichita & 
Southwestern road, from Newton to Wichita, 274 miles, making 
the total mileage at the close ot the year, 4974 miles. A large 
part of the road was under: construction during the year, the 
cars having run through to the Kansas line December 28, 1872, 
for the first time. 

For the year ending March 31, 1873, the company makes the 
following comparative statement of earnings and expenses : 





. 1872. 1873. 
I I ion cninckcinsccsincccnacncace $498,277 78 $1,172,013 23 
Average per mi e operated..............-.. 4,038 89 4.141 83 
Total operating expen<es.........-....---. 308,105 73 748,210 22 
Average per mile operated.............--.- 2,497 41 2.644 13 
Net CRFMINge......cccccce soccceee 190,172 65 423 803 01 
Average per mi'e operated......... 41 48 1,497 70 
Percentage of expenses to earnings. 61 8-10 per 63 8-10 per 
cen cent. 

Average number of miles operated......... 123.37 97 


It is hardly possible to make any comparison between the 
two years, owing to the different conditions of the road. The 
cattle business has increased mapey. Over 90,000 head of 
Texas cattle were shipped during the year. 

The land grant amounts in ali to 3,005,870 acres. Of this 
there were sold during the year 70,058.44 acres, at an average 
of a little over $6 per acre. The total saies up to March 31, 
1873, were 147,397.29 acres, the gross receipts of which were 
$1,329,320.62. The Land Department makes the following 
statement : 


Expenses of Land Department to March 31, 1872.......... $26,672 25 
-" at we bed OO BE kin canes 73 770 82 
Coupon interest to March 31, 1872 .............000 seeeee 33,016 27 
ad ete pa a Sr en 113.533 89 
Cash paid for bonds canccled........ ........eseseeeees 20,000 Ov 
Balance due Trustees March 31, 1873.............. 0002000 10,178 69 
Total..... 6000000 d0ccsccseoseeecosco Secccccecsonses $277,171 92 
CONTRA. 
By cash payments on sale to March 31, 1872.............. $87,208 93 
Ki “e ae we BE s+. .ceansecs 186,941 69 


Profit and loss, being discount on purchase of $20,000 
WIN isin 0065 6i0006d000505806+5seseekees aeeesececesooee 3,021 39 
WORM cnc rvesconcescessesscesncsoene ecccccccccsccces ‘$277,171 92 


The current expenses of 1873 were increased $30,000 by the 


payment of land office or entry fees, leaving the expenses of the 
department for the year $43,770.82. 

he following statement, taken from the Treasurer’s report, 
shows the financial condition of the company : 











ASSETS. 
ORE OE CUNO «ons ess sincesecnses scnccccs sesseed 20.593,232 78 
OO Qh idsnsss cane conanweranbeexcoueld 1,214,307 15 
** surplus materials, iron, ties, etc ,on hand..... 296 26 
Surplus bonds at market value, namely: 
First-mortgage bouds.................-+ $497,000 
Land-grant m -rigage bonds 10,500 1,273,125 00 
Consolidated mortgage bond - 1,600,010 
SD invactescbatheridbeeksnebhosnneneseesdnsca 63.368 §3 
Bills receivab!e for land sold and interest............. 959,718 09 
Value of lands unsold, 2,856,763 acres, estimated at $4 
POE* BETO. ccccccccces.coccce ‘eesebedees 26006 we'sane 11,427 052 09 
nbsbdesncdencnnsecocensuanaeessdsnlssvaasiad $35,739 100 16 
LIABILITIES. 
I in siccccacerapeasresnndosdedeses 250500080 $8,615,000 00 
Bonds first mortgage (1899) 7 per cent. gold, January 1 
SE Oibbinnkscicendes. sche baddnesaeces s0s000euse 7,041,000 00 
Bonds land mortgage (1900) 7 per cent. 
gold, April 1 and October 1............. $3,520.500 00 
Less bonds canveled........000+ sccscecccs 65, 
—-——__ 3,455,509 00 
Consolidated mortgage bonds (1903) 7 per cent. gold, 
CN Pree ae 1,600,000 00 
Notes payable July 1, 1875, 7 per cent. currency, Janu- 
EE cilescksssebtavabicedensanes. wainsous 100,000 00 
Notes payable July 1, 1882, 7 per cent. currency, Janu- 
it PM haktctncshetedasiag(6  Ssersdibensie 430,010 00 
Sinking fand and bonds purchased.................... 20.000 CO 
nas ence ale ne kh dawabeet ébinkd év-ov 907.937 49 
Unpaid bills and contracts approved................... 180 415 00 
PEND Ec cccase Babe ns006 . ceccdees 10,178 69 
Trustees Pottawatomie land grant ............. 131,940 23 
Wichita,& Southwestern Raliroad Company... 3,207 90 
Arkansas Valley ‘Town Cumpany ....................6. 28,77 00 
Income account: 
Surplus earnings, aiter paying interest on securities 
from commencement of construction to March 31, 
Se vebewactans 6s0500000450060) cbancncdaesnnsneeuess 222,744 (6 
sal ia $22 748,830 07 
Surplus of assets over liabilities................... 00s 12 900.270 19 
$35,739,100 16 
CONTINGENT LIABILITY—POTTAWATOMIE LANDS. 
Assets. 
Bills receivable for lands sold at interest.............. $5 1,844 44 
Value of lands unsold. 63,633 acres ........... ....000. 507 466 47 
Due from railroad company ........s0ccc00ssccccccsces 134,940 +3 
eiraded cisabbancisauatssapsabebincsadeunaniee $1,154,151 44 
Liabilities. 
Due United States government............. $254,591 15 
| AT Re 603,50 00 
—— = $852,091 15 
Surplus assets over liabilities.................2.seeeeee 296,' 60 29 


; ' $1,154,151 44 

Contingent Liability. 

Interest 7 per cent. gold on $412,000, Wichita mort- 
gage bonde (the railroad being under lease to the 
— for thirty years at 35 per ceut. gross earn- 

gs 


$28,840 00 








OLD AND NEW ROADS. 


Pennsylvania. 


The Lancaster (Pa.) Intelligencer, of recent date, says: 

“A corps of engineers in the employ of the Penusylvania 
Railroad Company is now engaged in making a preliminary sur- 
vey of the route for a branch orextension of the main line of 
that road to Baltimore. The new road will leave the main 
stem near Penningtonville—the point at which the latter turns 
to the northwest to pass through the Gap into the Pequea Val- 
ley—and keeping the same southwesterly course which the 
parent line bas maintained through the Chester Valley, will 
pass by Quarryviile and the Buck, beyond which latter place it 
will strike the headwaters o1 Fishing Creek, and will follow this 
stream to its mouth, where it will reach the Susquehanna at an 
elevation of some sixty feet above the bed of the river; turning 
now up the river the road will follow along the side of the 
bluff, gradually descending to Phites’ Eddy, at which point a 
bridge will be thrown across the Susquehauua, the piers rext- 
iug on the islands which are here conveniently located in the 
river. On the York county side the road goes up the valley of 
Muddy Creek, and connects at an eligivle point with the North- 
ern Central Railway. 

“The engineer corps commenced their survey at Phites’ 
Eddy and have now reached « point near the Buck. They be- 
lieve that they have now secured a proper grade ; a year or two 
ago the same route was surveyed at the instance of the Penn- 
sylvania Railroad, but it was found that Fishing Creek descend- 
ed so rapidly to the river as to make the grade, following alorg 
the bed of the stream, impractible; this difticuity has been 
overcome in the present survey, by taking the line along tie 
hillsides bordering the creek, striking the river high up on the 


bluff and following up its course for between one and t i 
to Phites’ Eddy.” ’ — 


Northwestern North Oarolina, 


_ This road is now completed from Greensboro, N. C., tho 
junction of the Richmond & Danville and North Carolina 
roads, west to Salem, a distance of 29 miles. The first train 
passed over the road July 24. The road 1s to be extended west- 
ward up the Yadkia Valley, the intention being to carry it 
through into Tennessee. It is controlled by the Richmond & 
Danville Company, which owns a majority of the stock. 


Manhattan & Northwestern. 


The contractors for the section from Randolph, Kan., north- 
ward, McIntosh & Harper, commenced work July 30, 


Railroad Valuations in Indiana, 


The State Board of Equalization in Indiana has fixed the 

——— of the roads named for purposes of taxation as 
‘ollows : 

Indianapolia, Peru & Chicago Railroad, 72.87 miles, is $7,500 
per —_ ; side track, $4,500 per mile; rolling stock, $1,678 
per mile. 

The main track of the Chicago, Cincinnati & Louisville, 71.47 
miles, $3,500 per mile ; side track, $2,100 ; rolling stock, $1,673. 

The main track of the Michigan City & Indianapolis, 15.75 
— ees side tracks, $2,100 per mile ; rolling stock, $1,673 
per mile. 

The main track of the Cleveland, Columbus & Indianapolis 
83.52 miles, $12,000 per mile; side tracks, $7,500 per mile ; 
rolling stock, $4,730 per mile. 

The main track ot the Jeffersonville, Madison & Indianapolis, 
110.23 miles, $9,000 per mile ; side tracks, $5,400 per mile ; roll- 
ing stock, $4,000 per mile. 

The main track of the Madison Branch Railroad, 45 miles, 
$4,000 per mile ; side tracks, $2,400 per mile ; rolling stock, $4,- 
000 per mile. 

The main track of the Lake Shore & Michigan Southern Rail- 
road, 167.67 miles, $16,000 per mile; side track, $9,600 par mile; 
rolling stock, $6,000 per mile. The Michigan Central Railroad, 
42.79 miles, has the same valuation. 





The main track of the Pittsburg, Fort Wayne & Chicago Rail- 
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road, 152.27 miles, $17,000 per mile; side tracks, $10,200 per 
mile; rolling stock, $6,000 per mile. ‘ 

The main track of the Indianapolis, Terre Haute & St. Louis 
Railroad, 78.90 miles, $11,000 per mile; side track, $4,500 per 
mile; rolling stock, $6,000 per mile. 

The main track of the Ohio & Mississippi Railroad, 225 miles, 
$10,000 per mile; side track, $6,000 per mile: rolling stuck, $4,- 
000 per mile. 

The main track of the Indianapolis, Vandalia & St Louis 
Railroad, 80 miles, $9,000; side tracks, $5,400; rolling stock, $4,- 
000 per mile. 

The main track of the Toledo, Logansport & Burlington 
Railroad, 418.82 miles; $8,500 per mile; side track, $5,200; 
rolling stock, $2,500 per mile. 

Tbe main track of the Louisville, New Albany & Chicago 
Railroad, 288.26 miles ; $3,000 per mile ; side tracks, $2,100 per 
mile; roliing stock, $500 per mile. 

The mam track of the Toledo, Wabash & Western Railroad, 
166 miles ; $13,000 per mile; side tracks, $7,800; rolling stock, 
$4,000. 

The total valuation for purposes of taxation of all the rail- 
roads in the State isas follows: Main track, $27,114.646 ; side 
tracks, $2,785,612; rolling stock, $8,320,177 ; total, $38,220,435. 
The total mileage of main track iv the State is stated by the 
board to be 3,494.5 miles, with 450.75 miles of side tracks. 
Little Rock, Pine Bluff & New Orleans. 

This road is now completed to Pine Biuff, Ark., an.extension 
of three miles since last reports. The iength of the road from 
Chicot on the Mississippi to Pine Buff is 75 miles. From Pine 
Bluff to Little Rock, 40 miles, work is going on and consider- 
able of the grading is completed. 


Wisconsin Central. 

The bridge over White River is completed and construction 
trains run acrossit. This bridge is au iron trestle, 1,625 feet 
long and 107 feet high at its highest point. It was built by 
the Kellogg Bridge Company, of Buffalo. The track is laid from 
Ashlend (the northern terminus of the road) southward 18 
miles, and the gruding is completed to Silver Creek, where an- 
other iron trestle, 600 feet long, is being putup. It is hoped 
that the track will reach the Penoka range this fall. 
Burlington & Missouri. 

Atebison (Kan.) papers report that the trains of this com- 
pany will shortly run through to Atchison, using the Wathena 


& Doniphan and Atchison & Nebraska roads from St. Joseph to 
Atchison. 


New York, Providence & Boston. 
This company 1s laying a second track on its road from Ston- 
ington, Conn., to Westerly, R. L, a distance of six miles. 


Detroit, Eel River & Illinois. 

This company has made arrangements with the Fort Wayne, 
Jackson & Saginaw for the use of six miles of its road from 
Auburn Junction, Ind., to Waterloo. At Waterloo connection 
is made with the Lake Shore & Michigan Southern, for Toledo 
and pointa east. The old arrangement by which trains ran over 
the Fort Wayne, Jackson & Saginaw to Banker's, and thence by 
the Detroit, Hilisdale & Indiana and Micaigan Centrai to De- 
troit, has been broken up since the failure of the proposed con- 
golidation, and the three roads are no longer operated in con- 
nection. 


Mackinac & Marquette. 

It is reported that the State commissioners have made an 
agreement for the construction of this road with a company 
called the Marquette, Sault Ste Marie & Mackinac Railroad 
Company, which is to construct the road and take the grant of 
swamp lands voted by the last Legislature. The company 
gives security to the amount of $100,000. 


Gairo & St. Louis. 

The road is now open for travel from East St. Louis to 
Murphysboro, 75 miles. The time-table shows a regular 
passenger tralu, @ local freight avd two coal trains, each way. 


Mississppi, Ouachita & Red River. 


This road is now in operation for some 36 miles, from Eunice, 
Ark., ou the Mississippi, westward to Monticello. 


Gilman, Clinton & Springfield. 

Tbe officers of this company have made statements denying 
the statements that there were any fraudulent transactions 
connected with the building of the road. The contract with the 
Morgan Improvement Company was not for the construction 
of the road, but provided that, on condition that the railroad 
company pay the Morgan Improvement Company $690,000 in 
eounty and township bonds, as the work progressed, and 
$2,000,000 first mortgage bonds of the road, the Morgan Im- 
provement Compapvy would furnish the iron and advance the 
money to construct the road. The Morgan Improvement Com- 
papy pow owns $1,400,000 (a controliing interest) of the stock. 
‘An issue of $1,000,000 second mortgage bonds, for the purchase 
of equipment, was ordered, but those bonds are still beld by 
the company, none of them having been sold. 


New Orleans, Baton Rouge & Vicksburg. 

This road was to have becn sold July 14 at_the suit of the 
City Attorney of New Orleans and the Chief Engineer of the 
road, but the sale was postponed until August 18, it being con- 
sidered impossible to realize the valuation at which the prop- 
erty was assessed, $2,000,000. By the terms of the law, property 
offered for sale like this must bring two-thirds of its essessed 
value. If, at the first sale, this is impossible, a new sale may 
be ordered, when the property must be sold fur the same sum, 
but such arrangements may be made extending the time of 
payment to one and two years, so as to have the effect of pro- 
ducing the sale. If then, however, there are no bids,a new 
assessment must be made, at a value that will find a purchaser. 
Should no bidder be willing to take the property on two years 
time at the sale on August 18, a new assessment will be made 
and a sale held September 3. 


Bangor & Bucksport. 

Some 700 men are now employed on this road and the grad- 
ing is progressing rapidly. ‘Tracklaying will soon be com- 
menced. Work will aiso soon be commenced on the bridge 
over the Penobscot at Bangor. The grading is generally light, 
with the exception of a section of about 25 miles near South 
Orrington, where there is some heavy work. 

The road will be about 16 miles long from Bangor, Me., 
southward down the east bank of the Penobscot to Bucksport. 


Western North Carolina. 

The commission eppointed by the last Legislature of North 
Carolina to settle the aflairs of this company has held several 
meetings, but the result has not been made public. It is not 
easy to see how anything can be done, as the road is still in 
the bands of a receiver appointed by the United States Circuit 
Court. The road was ordered to be sold by that court, but an 
appeal was taken to the United States Supreme Court, which 
has yet to be heard. A petition in bankruptcy has been filed 
against the company, which 18 to be heard by the Circuit Court 
this month. 


Lake Shore & Michigan Southern. 

\! Regular trains commenced running on the Youngstown Di- 

vision Monday, August 4. ‘This division is the line known as 

the Mahoning Coal Railroad, which 18 leased by the Lake Shore 

& Michigan Southern, and extends from Andover, O. (which is 
‘on the Lake Shore’s Franklin Division, 24 miles southeast of 





Ashtabula), southward to Youngstown. It is about 38 miles 
long, and with the Fraukiin Division forms a new line from the 
Mahoning coal region to the Lake Shore at Ashtabula. 

A general change in the time-table took effect August 3. 


Carolina Central. 


This company (formerly the Wilmington, Charlotte & Ruth- 
erford) has a force of avout 1,000 men at work on the section 
between Wadesboro, N. C., the present termious of the Eastern 
Division, and Charlotte, and it is expected that this bection ot 
50 miles will be completed by February next. From Charlotte 
westward the road is in operation to Buffalo Milis, a distance 
of 50 miles, and the grading is nearly completed for 32 miles 
further to Ruthertordton. 

The charter of this company authorizes the extension of the 
road westward to Tennessce, and surveys have been made from 
Rutherfordton west through Reedy Patch to Asheviile and 
thence alung the valley of the French Broad. The route of 
this western extension, however, has not yet been decided on. 
It has also been proposed to leave the present line at Lincoln- 
ton and build northwest through Catawba, Burke and Mitchell 
counties to the Tennessee line. 


Toledo & St. Louis Air Line. 


Certificates of the consolidation of the Toledo, Thorntown & 
St. Louis and the St. Louis, Shelbyville & Detroit railroad com- 
panies under the above name were filed with the Secretary of 


State of Illinois, July 29. The agreement for consolidation was 
made some months ago. 


New York & Canada. 


Work on the grading is being pushed forward rapidly and 
the company expects to have the southern section, from White- 
hall, N. Y., north to Port Henry, in running order by December. 


Medford & Camden. 


The directors of the Medford & Camden and the Manchester 
& Camden railroad companies have made an agreement for the 
consolidation of the two companies. The stockholders were to 
meet in Medford, N. J., August 7, to vote on the agreement. 
New York, Boston & Montreal. 

Two new locomotives and 100 gondola cars have been added 
to the equipment of the Dutchess & Columbia Division. Four 


eee and 300 freight-cars are nearly completed for the 
road. 


Chicago & Paducah. 


The fast rail connecting the Streator and Windsor sections of 
this road was laid at a point 14 miles south of Gibson, IIl., July 
26. The road is now completed from Streator, Lil , southward 
129 miles to Windsor, on the St. Louis, Aiton & Terre Haute 
road. Through trains are to be put on immediately. 


St. Joseph & Denver City. 


It is ae that satisfactory arrangements have been made 
with the bondholders and that a proposition, which will proba- 
bly be accepted, has been made by the Hannibal & St. Joseph 
Compapy. The latter company, it is said, offers to complete 
the road to a junction with the Union Pacific at Fort Kearney 
and then take the road and operate it under a lease. 


Chesapeake & Ohio. 


Fourteen new locomotives aud a large number of freight cars 
have been ordered, to accommodate the rapilly increasing 
freight business of the road. 


Montpelier & Wells River. 


The Montpelier (Vt.) Watchman reports that the work of 
Jaying the track has progressed from that place eastward to 
Nesnnth’s Brook, some 10 miles. Some delay has occurred in 
transporting the iron from Troy, but it is expected that there 
will be no more interruptions to the progress of the work. 


Mount Pleasant & Ligonier, 

It is purposed to build a narrow-gauge railroad from Mount 
Pleasant, Pa. (the termiuus of the Broad Ford & Mount Pleas- 
ant road), northeast tu Ligonier, a distance of about 20 miles. 
The preliminary surveys have been commenced. 


The Litchfield Car Company. 


The work of restoring the buildings destroyed by the fire of 
June 26 has progressed very rapidiy. Work in the machine 
shop was resumed July 24, and in the foundry and blacksmith 
shop July 29. Lhe wood shop was not injured by the fire. The 
whole shop was in full working order by August1. There- 
stored buildings are in many respects better than the old, this 
being especially the case with the foundry. The new buildings 
are all roofed with iron. The company has not lost a single 
contract by the tire. 


International & Great Northern. 

The Galveston (Tex.) News says that this company has de- 
termined to put the Houston Tap & Brazoria rvad, which it 
owns, and which has not been in operation for some years, into 
good repair at once from Houston, Tex., to Columbia, 50 miles. 
The Great Northern Division is also to be extended 15 miles 
north of Mineola, the present terminus. The section of 25 
miles of the International southwest from the Brazos River, 
which is now under contract, is to be finished up this fall. 
Crown Point. 

A narrow-gauge railroad is being built from Lake Champlain, 


at Crown Point, N. Y., back about nine miles, to some iron 
mines. 


Detroit & Bay City. 

Ktegular trains commenced running over the whole length of 
this road from Detroit to Bay City, 108 miles, July 31. Two 
trains are run for the present, a passenger train and a mixed 
train. In Detroit the depot of the Michigan Central is used. 
The work of putting up the station buildings along the line is 
being hurried forward, and wiil shortly be completed. 
National. 

It is said that arrangements have been made by which all but 
four of the present board of directors will retire, the vacancies 
being filled by the representatives of a ‘‘ syndicate” which has 
agreed to furnish the necessary capital to complete the road. 
Arrangements have also been made, itis said, by which the 
contractors’ and other claims, now pending against the com- 
pany, will be settled at once. Uuder the new arrangement 
work is to be resumed as soon as the contractors can make the 
necessary preparations. 


Lake Ontario Shore. 


The track has been laid to Ontario, N. Y., 12 miles beyond 
the late terminus at Sodus and 52 miles from Oswego. Work 
on the grading west of Ontario and on the bridge over the 
Genesee at Charlotte is progressing well, and it is expected 
that by the end of October trains will run to Chariotte, and the 
grading from that place to the Niagara River will be nearly 
completed. 


Galveston, Harrisburg & San Antonio. 

Work on the extension westward of this road has been some- 
what delayed by the difficulty of obtaining ties. Arrange- 
ments have now been made for a full supply. 

Spartanburg & Asheville. 

Books of subscription to the stock of this road have been 
opened and the projectors have issued a long appeal to the 
ae of Charleston. The road is to extend from Spartanburg, 

. C., the terminus of the Spartanburg & Union road, north- 








west about 60 miles to Asheville, N.C. From Asheville it is 
purposed to build westward up the valley of the French Broad 
into Tenuessee, there to connect with the Cincinnati, Cumber- 
lind Gap & Charleston road, now completed from Morristown, 
on the Kast Tennessee, Virginia & Georgia, eastward to Wolf 
Creek, 39 miles. From Asheviile to Wolf Creek is 44 miles. 


Sheboygan & Fond du Lac. 


It ix reported that this road is to be extended from its present 
termiuus at Princeton, Wis., northwest about 50 miles to Grand 
Rapids, where it will connect with the Green Bay & Lake Pepin 
aud the Wisconsin Valley roads. 


Wisconsin Valley. 


Work is going on on the extension of this road from Grand 
Rapids, Wis., northward to Wausau, a distance of some 40 
miles, 


Canandaigua, Palmyra & Lake Ontario. 
Atarecent meeting the directors resolved to put the road 


under contract as soon as $130,000 more can be raised by stock 
subscriptions. 


Texas Railroad Projects. 


The Henderson, Tyler & Sherman Railroad Company pur- 
poses to build a railroad from Tyler, Tex., northwest to Sher- 
iman, a distance of about 100 miles. 

The Tyler Tap Railroad Company purposes to build a road 
about 95 m les long from Tyler, Tex., northward thrcugh Gil- 
mer and Mount Pleasant to Clarksville. 


East Line & Red River. 


Texas papers state that contractors have offered to construct 
this road from Jefferson, Tex., west to Greenvil.e, 120 miles, 
for $22,500 per mile, taking the iand grant and the county 
bonds at $13,500 per mile. The balance required in money is 
to be raised by stock subscriptions. 


Northern Pacific—Pacific Division. 


The work of grading has been commenced on the line to 
Tacoma, the new terminus. ‘The line diverges from the road 
as Originally located, at a point one mile north ot the Nisqually 
River. The bridges for the Des Chuttes and Nisqually rivers 
are framed and ready to be put up. Tracklaying has been 
commenced from Tenino northward. From the Nisqually River 
to Tacoma the work is very light and the grading can be com- 
pleted iv a short time. The town and harbor of Tacoma are 
being surveyed. 


New Jersey Midland. 


This company purposes to go to work at once on the branch 
line which is to run from Ogdensburg, N. J., southwest through 
Newton to Belvidere or Manunka Chunk, there to connect with 
the Belvidere Delaware road. Efforts are being made to pro- 
cure stock subscriptions along the line of the road. 

The construction of this .ranch and the extension of the 
Crawford Branch of the New York & Oswego Midiand eastward 
about five miles to a junction with the Walkill Valley road, with 
the construction of a short spur from New Paltz station on the 
Walkiil Valley east to the river, would make a pretty direct 
line from Easton to the proposed Poughkeepsie bridge over the 
— by the Belvidere Delaware, Midland and Walkill Valley 
roads. 


Consolidation of the Port Huron & Lake Michigan and 
the Peninsular Railroad Companies. 

The stockholders of the Peninsular Company at a meeting 
he.d in Battle Creek, Mich., July 30, voted to ratify the agree- 
ment of consolidation made by the directors a short time since, 
and the stockholders of the Port Huron & Lake Michigan Com- 
pany took the same action ata meeting held at Port Huron, 
Mich., on the same day. Subsequently a board of directors and 
other offivere were chosen for the consolidated compeny, thus 
completing the organization. The name of the consolidated 
compiny is to be the Chicago & Port Huron Railroad Company. 

The new company owns a line now in operation from Port 
Huron west to Flint, 66 miles ; a line, also in operation, from 
Lansing, Micb., southwest to South Bend, Ind., 120 miles, with 
an extension 45 miles long from South Bend to the Pittsburgh, 
Fort Wayne & Chicago,road at Valparaiso, which, it is stated, 
is completed to within three miles of Valparaiso. To connect 
the two sections of the line will require the construction of 
about 45 miles of road from Flint to Lansing. The Peninsular 
Compauy had, we believe, an agreement with the Pittsburgh, 
Fort Wayne & Chicago by which its trains are to run over the 
jatter road from Valparaiso into Chicago. 


Peunsylvania—New York Division. 

The north and west fronts of the depot in Jersey City have 
been removed preparatory to the construction of the extension. 
It 1s intended to extend the length of the depot almost to Greene 
street, aud to move it back to the river about 50 feet, making it 
over 750 feet long. The width will be increased 200 teet, ail on 
the right side, T'wo additional ferry slips are to be added, mak- 
ing six in all. 

The old machine-shop has been rebuilt and is now used as a 
freight-bouse for express freight. 

Work on the Harsimus docks appears to be progressing rap- 
idiy. The new docks already cover a large extent. 


Milwaukee & St. Paul. 


In the case of the application to the United States Circuit 
Court for an injunction to restrain this company from_bui!ding 
a bridge across the Mississippi at the point selected by its en- 
gineers above La Crosse, Judge Hopkins, sitting at Madison, 
Wis., July 29, ordered that the motion for an injunction be con- 
tinued until the September term of the Court at La Crosse. Tie 
Court further ord+red that, uotil that time and until the hear- 
ing and decision of this motion, the defendants desist and re- 
frain from placing any piling, stone or other obstructions, and 
from erecting any structure, in or across the Mississippi River, 
or in or across French Slough, at or near the city of La Crosse, 
at the place or places mentioned in the bill of complaint, 

The complainants to have leave to file additionai affidavits in 
support of the motion until the 10th of August next. 


lilinois & St. Louis Bridgs. 


With regard to the representations made by St. Louis steam- 
boat men to the War Department, that the construction of this 
Liidge was presenting serious obstacles to navigation, a dis- 
patch from Washington to the St. Louis Republican says: 

‘**General Foster, ot the engineer bureau, to whom the gub- 
ject was referred by the War Department, has declined to rec- 
ommenu an injunction to issue against the compauy now con- 
structing the bridge over the Mississippi River at St. Louis as 
asked in the application of Capt. McCune and certain steam- 
boat men, on the ground that the company building the bridge 
has complied in all its agreements with the law on the subject. 
The bridge is said to be 43 feet above the highest water mark of 
the flood of 1844, and 56 feet above the city directrix, whereas 
the specifications only called for 50 feet. 1t is held that for the 
purpos: s of navigation this aititude will admit of the passage 
of any boat, except in case of an unprecedented flood, at which 
time no vessel would attempt a passage.” 


Lehigh & Eastern. 


The preliminary surveys have been completed and the report 
of the Chief Engineer submitted. The road will run from 
Hazleton, Pa., eastward by way of White Haven direct to 
Stroudsburg. Butit has not yet been fully determined, after 
reaching Stroudsburg, what direction it will take to the east- 
ward. Ticre are two routes spoken of, the one up the Dela- 
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ware Valley to Port Jervis, thence to Newburgh on the Hudson; 
the uther through the Delaware Water Gap to connect with the 
South Mountam & Boston and New Jersey Midland to Middle- 
town and thence to Newburgh. The difference of distance is 
three miles in favor of the latter route. It is stated that the 
line to Port Jervis will be adopted, provided the people along 
the line will donate the right of way to the company. If this 
is relused, the line through the Water Gap will be chosen. 


Fredericksburg, Orange & Charlottesville. : 

By an act of the Virginia Legislature passed last winter, the 
time for the completion of this road was extended till July 1, 
1873, provided the compavy deposited by May 1 $20,000 in Vir- 
givia bounds, the proceeds of which, should the company fail 
to complete its road in time, were to be applied to the payment 
of debts due contractors, the surplus, if any, to be used for 
the benefit of the stockholders. Tue Board of Public Works 
was also to take possession of the road. The company de- 
posited the bonds, but failed to complete its road as required. 
he Board of Public Works, however, at a meeting heid July 
30, after hearing arguments, decided to allow a jurther exten- 
sion of time for the completion of the road to Orange Court 


House, and in the meantime to suspend the forfeitures pro- 
vided for by the act. 


Smyrna & Delaw:re Bay. 

Tne track is laid on this road (the New Jersey Southern's 
line across Delaware) from Bombay Hook westward to Smyrna, a 
distance of about seven miles. Work is progressing on the 
docks at Bombay Hook. The grading on the western end of 
the line from Massey’s eastward toward Smyrna is being 
pushed forward. It has been determined to make the Chesa- 


peuke terminus of the line at Herring Pond, instead ot Rock 
Hall 


Green Bay & Lake Pepin. 


Tracklaying westward from Merrillan, Wis.,was begun July 25. 

The City Council of Winona, Minn., has passed an ordinance 
granting the company the right of way along the whole length 
of Front street in that city, on condition than the company 
shail complete its road to a junction with the La Crosse, 
Trempealeau & Prescott road, and secure the right torun over 
that road into Winona. 


Milwaukee & Northern. 


This company has made a formal offer to extend its Menasha 
Branch to Appicton, Wis., and to build a depot there, provided 
that $50,009 1s subscribed by Appleton in aid of the work. 
Spartanburg & Rutherfordton. 

It is proposed to build a railroad from Rutherfordton, N. C., 
southward to Sparianburg, 8. C., the terminus of the Spartar- 
burg & Union road. The road wouid be about 30 miles long. 


A charter has been secured for the road and a company organ- 
ized. 


Southwestern, of Georgia. 

Regular trains are now running on the Blakely Extension 
from Albany, Ga., southwest to Arlington, 36 miles. The sta- 
tions on the new extension are;Ducker, Holt, Leary’s, Williams 
aud Arlington. 

The Perry Branch, from Fort Valley (the junction of tho 
main Jine and Columbus Branch) southeast 13 miles to Perry, 
lias been completed and opened for travel. 

Kansas City, Memphis & Mobile. 

The bonds voted to this road by Jackson County, Mo., have 
been ordered to be delivered to the company on the completion 
of the grading and masonry from Kansas City to Harrisonville. 
The whole amount of these bonds was $300,000, but we believe 
about oue-half was soida year ago, and $107,000 of the proceeds 
paid to the company. 


Chesapeake & Ohio. 

The Lowmoor Branch, which extends from the main line to 
the Lowmoor iron mines in Allegheny County, Va., has been 
completed. ‘The branch is 25 miles long. 

Cincinnati & Indiana. 


A meeting of this company (which owns the Ohio section of 
the Indianapolis, Cincinuati & Latayette road) is to be held 
August 15, in Cimeimnati, co elect officers, and also to consider 
the issue of two mortgages on the road to pay off existing in- 
debtedness. 

Williamston & Tarboro. 


The road belonging to this company, which has veen bank- 
rupt for some time, was to have been sold July 8, but the sale 
was prevented by a stay of proceeding from the United States 
Circuit Court. ‘Lhe sale is now appointed to take place August 
18. ‘The road extends from Tarboro, N. C. (the terminus of 
a branch of the Wilmington & Weldon road), east to Wiiliams- 


ton on the Roanoke, 325 miles. It is, be believa, not yet com- 
pleted. 


Raleigh & Augusta. 


The Raleigh (N. C.) Sentinel says that this company (for- 
merly the Chatham Railroad Company) has redeemed the 
mortgage of $2,000,000 held by the State of North Carolina, by 
surrendering to the State Treasurer $1,703,000 of the State 
bonds heretofore issued to the Chatham Railroad Company in 
exchange for its own bonds, and $297,000 of State bonds of other 
classes. ‘The bonds issued to the company by the State, which 
amounted to $2,000,000, and for which ths mortgage was ex- 


ecuted, were declared unconstitutional and therefore void, by 
the Supreme Court of the State. 


Leavenworth, Lawrence & Galveston. 


This company has been unable to pay the July interest on its 
$5,000,000 of 10 percent. firrt mortgage bonds, and has issued 
a circular askimg the bondholders to faud their coupons in pre- 
ferred stock bearing 10 per cent. interest. The circular states that 
out of the earnings of the roid $375,265 has been expended in 
construction. The sales of land have been leseened and pre- 
vented by trouble with squatters. The assets of the company, 
as stated in the circular, including the land grant, exceed the 
liabilities by $5,098,252. 

Atchison Bridge. 


A dispatch from Chicago states that the contract for the new 
bridge across the Missouri, at Atchison, Kan., bas been let to 
the American Lridge Company of Chicago. The bridge is to 
be 1,277 feet loug between abutments, consisting of a draw 
362 teet in length and three fixed spans of 305 feet cach. The 
superstructure will be supported by two abutments of solid 
masonry and four piers of masonry and pneumatic iron piles. 
The work is to be completed in one year from the time of com- 
mencement. 


Texas & Pacific. 


The track-layers working from the two ends of the line met, 
July 30, at a point64 miles west of Longview. Through trains 
from Shreveport to Dallas, 192 miles, are already running. 

The Ei Paso Sevtinel says: ** The surveying parties have dis- 
covered as good a route on the New Mexican Division*as could 
possibly have been expected. The line can leave the Rio 
Grande valley above here, by an easy grade, not to exceed fitty 
feet to the mile; after which, by a singie tangent of more than 
fifty miles in length, it passes between the Fiorida and Cvok’s 
range of mountains to the divide of the continent. on grades of 
less than twenty feet, generally a dead level. The summit is 
but 4,950 feet above sea level, and a | about one half as high 
as the summitofthe Union Pacific. Thence the grade is down 


into the Gila River, which, when struck, is 490 feet below this 
place. Water can be had from wells and springs at not incon- 
venient distances. 

“* This portion of the line is covered with excellent grass, and 
will soon teem with cattle and sheep. The Gila valley is broad 
and rich, at least eighty square miles of the richest farming 
lands in Arizona may be had in that portion above Mount 
Trumbull, where the canon commences. This land is now 
open to settlement, and 2 large acequia has been taken out at 
the head of the val» trou: which the land can be irrigated 





for twelve or fiftec: .uwiles below. Other ditches may easily 
be taken out to water the whole. 





** The line runs within forty miles of the immense silver lodes 


of Silver City and Lone Mountain, and but sixty miles from 
Ralston.” 


* * * * * * * * 


“This party of explorers has been in the field continuously 
since lust June, except a‘month, commencing at Christmas, 
and have experienced uo inconvenience. Indeed, in March the 
whole party were working, or voluntarily bathing in the waters 
of the Gila, and the trees were in tuil leaf. 

“The party has now closed its labors and left the field, most 
of them going by way of Marshall to their homes in the East. 
Except one man drowned in the Rio Grande in July, not a mau 
has been sick or received any personal injury—conclusive evi- 
dence of the healthfulness of the climate.” 

Oayuga Lake. 

Reguler trains are now running over this recently completed 
road. The stations and distances from Cayuga, N. Y., south- 
ward are as follows: Union Springs, 6 miles; Levanna, 10; 
Aurora, 13; Willett’s, 16; King’s Ferry, 20; Atwater’s, 22; Lake 
Ridge, 25; Taughannock, 27; Lansing, 32; Ithaca, 38. Con- 
nection is made at Cayuga with the New York Central & Hud- 
son River; at Ithaca with the Ithaca & Athens and the Cayuga 
Division of the Delaware, Lackawanna & Western; and at Au- 
rora With steamboats on Cayuga Lake. 


New York & Long Branch. 


Work is progressing rapidly on this line, since the refusal of 
the Chaacellor of New Jersey to grant an injuaction against the 
construction of the bridge over the Raritan at Perth Amboy. 
The track is laid from Elizabethpoint across the Raritan River 
nefrly to Woodbridge, a distance of about six miles, and the 
bridge over Woodbridge Creek is nearly finished. As soon as 
the bridge over the Perth Amboy Branch of the Pennsylvania 
road is completed the track can be laid to the Raritan at Perth 
Amboy. 


Chicago & Northern Pacific Air Line. 

Articles of consolidation of the Illinois and Wisconsin com- 
panies of this name have been filed with the Secretary of State 
of Illinois, The name of the company will remain unchanged. 
Grand Junction. 


Arrangements are being made for the immediate survey of 
this projected road, which is to extend from Quincy, Lil., east- 
ward to Mason City. The road will connect at Beardstown 
with the Peoria, Pekin & Jacksonville and at Mason City with 
the Indianapolis, Bloomington & Western and the Jacksonville 
Division of the Chicago & Alton. 


Columbia & Port Deposit. 


The Lancaster (Pa.) Intelligencer says that the contractors 
on this line are rapidly tnishiog the work and that the grading 
of the whole line wiil be finished in two or three months. The 
road will be about 40 miles long, from Columbia, Pa., southeast 
down the Susquehanna to Port Deposit, Md. section ol 
about five miles, from Port Deposit east to Perryville, has been 
completed some time and is leased by the Philadelphia, Wil- 
mington & Baltimore. 


New Haven, Middletown & Willimantic. 


Passenger trains are now running through to Willimantic 
over the new portion of the road. 


Pittsburgh, Fort Wayne & Chicago. 


A large purchase of iand just east of Fort Wayne, Ind., has 
been made. A new rouud house and storehouses are to be put 
up and a large addition made to the present yards, which are 
entirely too small for the business now done. 

The New Louisville Bridge. 
An ordinance providing for the subscription of five hundred 

housand dollars on the part of the Eastern District of Louis- 
tville, to aid in the ¢onstruction of the second bridge across the 
Ohio River at that point, was accepted by the City Council Au- 
gust 2. The ordinance will have to be submitted to a vote of 
the people of the Lastcrn district. 
Macon & Brunswick. 


An effort is to be made to induce the bondholders to pur- 
chase this road, which was lately seized by the Governor o! 
Georgia, on account of the company’s failure to pay the interest 
on the bonds indorsed by the State. A commissioner has been 
appuiuted to confer with the bondholders. 


Railroad Crossings in New Hampshire. 

The Legislature of New Hampshire has passed an act pro- 
viding that railroad trains on tracks crossing at grade shall 
stop 500 feet from the intersection of railroads. Engineers ave 


under a penalty of $100 and the corporation $200 for a violation 
of this law. 


Boston & Albany. 


‘Che freight depot at Palmer, Mass., has been torn down, and 
a new depot is to be erected. A new track is being laid to con- 
nect with track of the Ware River road, which 1s now operated 
by the Boston & Albany. 


Denver, South Park & Pacific. 

Arapahoe County, Colorado (the county in which Denver is 
situated), voted July 28, to issue $300,000 in bonds in aid o! 
this road. The road, on which work is to be commenced at 
once, is to extend from Denver southwest into the South Park 
district. It 1s to be of 3-feet gauge and about 75 miles long. 


New York & Eastern. 


The contract for the construction of this road, frequently 
called the ‘ Parallel road,” which is to run from New Haven, 
Conn., castward to the New York line, and will be nearly 
parallel to the New York, New Haven & Hartford, has been 
signed. Messrs. Balch, of New Hampshire, and Stanton, of 
New York, are the contractors. Tne road is to be sub- 
stattially built, with double track. The work is to be com- 
menced at once. 


Eastern. 


The work of widening the Newburyport tunnel for double 
track has been commenced. The second track is to be ex- 
tended from Ipswich, Mass., to Newburyport, nine miles. 


Portland & Ogdensburg. 


The work of grading on the section of 11 miles from Cam- 
bridge to the Conecticut River is progressing. 


Memphis and Uharleston. 


The Memphis (Tenn.) Ledger publishes a letter from Major 
Ross, Superintendent of this road, oa the statements re- 
cently made that the leesees of the road, the Southern Railway 
Security Company, were allowing the rolling 8:0: k to deteriorate 
and the road to fall into ruin, to the detrime it <f its business. 
Major Ross states that the business of the§ road for the year 





ending June 30, 1873, shows an increase of $135,000 over the 
previous year, and that during the year $109,967.64 has been 
expended for iron bri ges and masonry, and $89,900 for new 
iron rails and fastenings. Three locomotives have been rebuilt, 
and one baggage and 18 freight cars have been added to the 
equipment, which has generally been kept in good repair. He 
also claims that the charges of bad management and disregard 
of public convenience are unfounded, as is aleo the charge that 
the lessees had endeavored to civert business to other lines. 


European & North American. 


A special meeting of the stockholders is to be held in Bangor, 
Me., August 19, to consider the contract with Maine Central 
and Eastern companies. 


Portsmouth & Dover. 


The masonry for the bridge over the Cocheco River is com- 
leted, and the superstructure is nearly ready to put in place. 
he bridge is 400 feet long. 


Northern Centr 


The former Shamokin Division, from Sunbury, Pa., to Mount 
Carmel (28 miles), and the Danville, Hazleton & Wiikesbarre 
road from Sunbury to Tomhicken (44 miles) have been con- 
stituted a division, known as the Sunbury Division, under charge 
ot Mr. E. B. Westfall as Division Superintendent. 
Poughkeepsie Bridge. 

A meeting of this company was to have been held in Phil- 
adelphia, August 5, for the purpose of re-organizing the com- 
pany and preparing for the immediate commencement of work 
on the bridge over the Hudson. 


Chest r & Lenoir. 


It is proposed to build a narrow-gauge railroad from Chester, 
8. C., (the junction of the Charlotte, Columbia & Augusta 
and King’s Mountain roads) northward to Lenoir, in Caldwell 
county, N.C. The road would be about 95 miles long. The 
county of Gaston, N. C., has been asked to subscribe $100,000 
to the road. 

Sharon. 


A company by this name has been organized to build a rail- 
road about eight miles long, from the Atlantic & Great Western, 
near the Erie & Pittsburgh crossing, southwest through 
Sharon, Pa., to the Ohio State line. It is to be a branch of the 
Atlantic & Great Western. 


Atlantic & Pacific, 


{t has been rumored that negotiations are in progress be- 
tween this company and the Texas & Pacific, for an arrange- 
ment by which the two roads can unite and build and nse the 
western portion of the line to the Pacific in common. Nothing 
definite 1s known, however, except that there has been some 
discussion of the question. Mr. J. Edgar Thomson and gey- 
eral other gentlemen connected with the Texas & Pacific Com- 
pany recently took a trip over the Atlantic & Pacific road. 


Winona & St. Peter, 


General A. J. Edgerton, Railroad Commissioner of Minne- 
sota, has submitted an opinion to the Governor of the State on 
the question of the taxation of lands belonging to this com. 
pany. In the original charter of this company the lands were 
exempted from taxation till sold and ecnveyed, and in lieu of 
all other taxat‘on the company was to pay the State three per 
cent. of their gross earnings annually. Oa March 4, 1865, a 
law was passed by the Legislature to authorize the Winona & 
St. Peter Railroad Company to consolidate with the Minnesota 
Railroad Company, and to bridge the Mississippi River. Thig 
law changed the rule of taxation and provided that the lands 
of the company should be taxed when sold or contracted to be 
sold, and that the company should pay one per cent. on their 
gross earnings for the first three years, two per cent. for the 
next seven years, and three per cent. thereafter. Immediately 
after the passage of this law the Winona & St. Peter Railroad 
Company claimed the benefits of the new rule of taxation, and 
have paid the State taxes ia accordance with the law. ” 

The company has assumed to report to the State since the 
passage of the said law, for the purpose of taxation, ali landg 
contracted to be sold as well as those solid, and probably hag 
done it so far as the lands of settlers are concerned. In Oc. 
tober, 1867, the company sold to certain parties 600,000 acres of 
their jands ip Minnesota. ‘The land was paid for in full by the 
purchasers, and the agreement duly executed. The deed wag 
to be delivered whenever the purchasers should desire the 


same. The sale was complete; but for some reason the pur- 
chasers permitted the deed to remainin the hands of the rail- 
road company. 


In the case of the Winona & St. Peter Railroad Compa 
Waldron, it was decided that the law of 1855 was eee A 
tional, which would seem io place the compauy again under the 
old law. The Commissioner cousiders that the saie of the 600.- 
000 acres amounts to asale and conveyance, as far as the State 
is considered, and that the company, haviug taken advantage 
of the new law in paying taxes, has no right to plead its un- 
constitutionality to relieve lands contracted to be sold trom 
taxation. Ifthe company is right in its plea, it then owes the 
State the difference between 1 aud 3 per cent. of its gross earn- 
ings for three years, and between 2 aud 3 per cent. for the un- 


expired portion of the seven years, which woul 
about $75,000. ' — 
Michigan Air Line. 

Tae answer of the Michigan Centril Railroad Com 
James F, Joy to the complaint of certain stockholders of the 
Michigan Air Line Company is @ very iong document, the prin- 
cipal points of which areas follows: Defendants admit the 
corporate existence of the Air Line Railroad Company, and 
that complainants are stockholders thereof, but deny that the 
-tock held by them is worth $100 or any other sum; on the 
contrary it is intrinsically worth nothing. Denies tat the Air 
Line Road was built under the contract between 
and J. E. Young & Co., and that the Air Line Company re- 
mained in possession of the road until the same wag com- 
— th 

Shows the passage of a resolution by the Air Line st bp 
ers, August 2), 1868, authorizing the board of ye ey vn = 
ecute a mortgage or trust deed on the property of the com- 
pany to issue bonds to secure money to raise funds for the 
construction of the road. Ata meeting of the board, heid in 
August, 1859, the President and Secretary were authorized to 
execute a mortgage on the road between Jackson and Niles for 
not over $18,000 per mile, and the executive committee were 
authorized to make sale of the bonds thus secureu tor the pur- 
chase of iron and roiling stock, as they might deem for the in- 
terests of the company. This authority to issue bonds was 
absolute and complete, and has never been qualified or modi- 
fied by any subsequent resolation of the board of directors, 
They ree Se eomaney —— Rocnqngunents made by said 
comm ttee acting thereunder, and fuily justi 2 
money a Se defendant. ; a 

e defendants say that the resolution of F 
quiring the President and Secretar Yd 


y to submit their acti 
the board for approval had no reference to the resdlution 


authorizing the mortgage and bonds, but only to ar 

made fea oo sag ape ng resolution; the Tai pamed resolution 
Was passed Simply to give an itional value i 

which her t fore were not marketable. > one Couey, 


Mr. Joy denies ever having telk d about a lease for a short 


said company 








period of years, and ander no circumstances would h 
t> any agreement that did not give him absolute comtrol of the 
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Air Line track. He also denies having concealed the fact of a 
long lease; had any of the stockholders inquired of the defend- 
ants, they would have ascertained the exact facts, and probably 
would equally have ascertained the same by applying to the 
President of the Air Line Company. 

The “dating back” charged in the bill of complaint was done 
by agreement and for convenience in keeping accounts. The 
lease, mortgage and bonds bear date January 1, 1870, although 
not executed until February 15, 1870, when, and not defore, 
the Michigan Central Railroad began to advance money in con- 
sequence of the same. The arrangements having been en- 
tered into at that date, and the obligation to expend $2,000,000 
having been created, no subsequent resolution of the board of 
directors could invalidate or otherwise affect those rights. _ 

The deed of trust, of which complainants profess much ig- 
norance, was recorded, in all the counties along the line, as 
goon as practicable. Defendants insist that the lease was prop- 
erly executed ; they deny the alleged forgery of the name of O. 
W. Bennett, but admit that it was written on a separate piece 
of paper and affixed to the instrument, in the old style of the 
execution of papers, by a seal attached to the paper by a large 
wafer; but affirm that it was done by Bennett himself, and on 
the day dated in the lease. 

Defendants deny the allegation in reference to the Air Line 
assets. The municipal bonds were worthless, most of the pri- 
vate subscribers refused to pay, and much less than $200,000 
was ever realized along the line from Jackson to Niles. Nor 
did the company have 100 miles of right of way—the Michi- 
gan Central Las had to pay for much of it, and some of it is not 
yet settled. 3 

Defendants deny all knowledge of fraud in making and car- 
rying out of contracts, and are cognizant of none, except the 
attempt of the stockholders of said company to defraud the 
defendants in these proceedings. They also state that the 
local business of the road does not begin to pay running ex- 
penses and the interest on bonds; it never has been higher 
than $15,307, and only seven months has it exceeded $11,000— 
the rest of the time it has run from $5,000 to $9,000. The de- 
fendants run their through trains over the road one way, but 
this, the capital invested in rolling stock being considered, 
would not pay the deficit in local business, the use of rolling 
stock and the interest on the debt. But for such lease the 
Central would not ran a car on that road; andif the trains 
of the defendants were withdrawn from it the road would be- 
come worthless. ; 

Defendants deny having offered $20,000 to procure the ratifi- 
cation of the lease. They explain that upon learning of the 
resolution of February 24, 1870, they saw in it just a pretense 
for making trouble, and while it could not possibly affect their 
legal rights, they have thought it better to have it removed ; 
and hence, in conference with the directors of the Air Line, 
they have said that if the resolutioa was rescinded they would 
give $25,000 for the payment of the floating debt of the com- 
pany, if this should be regarded as a settlement in full between 
the two companies. This negotiation originated in conse- 
quence of repeated importunities for defendants to assume the 
debts of the company; but defendants, having money enough 
in the enterp'ise, with the possibility of trouble ahead, refused 
t> advance another dollar except on the above basis. 


Russian Railroads. 

A St Petersburg correspon‘ent of a German paper, writing 
under date of July 11, says: ‘The Government has under ex- 
amination another system of railways, fourteen in number, of 
a total length of 4,000 versts. The railway net thus far finished 
and in operation presents a complete system of strategic lines, 
the three main trunks of which terminate at this city, at Mos- 
cowand Kiew. Every military center is thus reached by rail, 
and no less than ten lines are directed towards Asia. 

‘“* Among the new lines projected the only one hitherto pub- 
licly spoken of is the ove which is to traverse the Ural Moun- 
tains and thence to penetrate into Siberia. It will inaugurate 
the uninterrupted line that is to stretch out as far as Tashkend. 
We are assured that our Government will do nothing for some 
time to come toward co-opereting with the Lesseps plan of 
running a railroad line to the frontier of India.. Russia has a 
better and less expensive project to attend to first the render- 
ing navigable the river Oxus, which will open a commercial 
route to India ahead of the Lesseps railway.” 


Erie. 

A new ferry-boat, with iron hull, for the ferry from New York 
to Jersey City, has just been completed. The boat, which was de- 
signed by Mr. Theodore Allen, naval engineer, and built by John 
Roach & Son, of New York, is of the following general dimen- 
sions : Length between perpendiculars, 180 feet ; length on ceck, 
193 feet; beam over bull, 36 feet ; beam over guards, 64 feet. 
The bull has been designed to give great stiffness, with unu- 
sual strength 10 resist ice. The longitudinal framing is much 
heavier than is generally used in iron vessels of this size, and 
at the ends the piating of the huil is made thicker, intermediate 
frames and breast-hooks are added, with the intention of ren- 
dering it so strong that even when the full force of the engine 
is exerted it will be perfectly safe to drive the vessel into the 
thickest fields of fresh-water ice. For additional — there is, 
about twenty-five feet from each end of the vessel, an iron 
water-tight bulk-head. The boat is driven by a beam engine of 
46 inches diameter of cylinder and 11 feet stroke of piston, driv- 
ing paddle-wheels of 22 feet diameter ; the steam 1s supplied by 
a boiler of the drop-return flue type, the engine is handsomely 
finished, the engine room neatly painted, and the floor laid with 
encaustic tiles of neat design. In addition to the usual steam- 
pump for feeding the boilers, there is a large size Woodward 
steam fire-pump, with hose connections iu hold, on main deck 
and hurricane deck. A vertical tuoular builer.of sufficient ca- 
pacity, in which steam can be quickly raised, is provided for 
use when the boat is not running, thus affording great protec- 
tion in case of fire, both for the boat itself and also for the com- 
pany’s wharves and property. The cabins are roomy and high ; 
the floors and séats are of black-walnut and ash in narrow 
strips. ‘The boat is to be lighted with gas and has the usual 
provision ot life-boats, life-preservers, etc. 

All employees of the company through whose bands money 
passes are hereafter to be required to give bonds to an amount 
proportioned to the responsibility of their positions. 

The repair shops at Newburgh, N. Y., were destroyed by fire 
on the night ot July 28. The machine and blacksmith shops 
and the storehouse were completely destroyed, but the round- 
house, with a number of cars, was saved, though with great 
difficulty. The buildings were of wood and not very valuable, 
the principal loss being on the machinery which they contained. 
The amount of loss is not stated. : 

It is said that a number of conductors have refused to give 
bonds as required bya recent order, and have resigned their 
positions. 


The Fox & Wisconsin River Improvement. 

The Green Bay (Wis.) Advocale gives some particulars of the 
present condition of this work, as follows: 

“The general plan of the improvement is first to replace 
those locks that are almost spp eg ge and to deepen the 
caval where it is the shallowest ; also to repair so much of the 
old canal and locks as it will be necessary to repair in order to 
facilitate the work of rebuilding. : 

‘** The first work that will be dons will be the rebuilding of 
the combined or double lock at Little Chute. Alsoa temporary 
dam to throw the water from the long pier at Appleton and a 
stone dam at that place. Next to the combined lock, the 

- second lock at Appleton will be rebuilt. 
“The size of the new locks does not yet seem to be deter 





mined. It is thought they will be the same width (34 to 37 
feet) and the same length (160 feet) as the present ones. 

“In any event they will be so reLuilt that they may be lengih- 
ened if required. 

** We understand that the cost of implements, boats, etc., is so 
great that the present appropriation by Congr: ss ($200,000) 
will be exhausted in getting ready to work, snd the Luilding of 
the double lock at Little Chute, the dam at Appleton, and the 
necessary repairs of the old canal.” : 

* * * * * * * * 


“Tt is proposed to put a dredge on the upper Fox River, aud 
if possible soon put on another. It is also proposed to shut 
out the water on the lower Fox River from the canals, about 
August 1, for perhaps six weeks, in order to facilitate repairs.” 


New Yerk, New Haven & Hartford. 

The Shore Line Division, from New Haven to New London, 
is to be relaid with steel rails, during the present year. 

A new station has been established on the Shore Line Divi- 
sion at Crescent Beach, 42 miles east of New Haven and be- 
tween South Lyme and East Lyme. 


Vermont & Massachusetts, 

A new round house is being built at Greenfield, Mass., for 
tho joint use of this and the Connecticut River roads. 

The company is about to erect a large dining hall, to accom- 
modate several hundred people, at Lake Pleasant Grove, a noted 
pleasure resort. 


Oentral of Long Island. 

This road was opened through from Hempstead to Babylon 
Avgust 1. The road is said to be one of the best if not the 
best in the country, being ballasted with gravel to a depth of 
three feet and laid with steel rails. The road passes from 
Hempstead eastward through the center of what is known as 
‘* Hempstead Plains,” which is, we believe, the sole property 
of Mr. A. T. Stewart, who has laid out a town on the ground 
aud built a large number of houses, some of them very fine 
ones, and others cheaper, none of which are as yet offered 
either for rent or for sale. 


Contracts. 

Mr. James Archbald, Chief Engineer of the Delaware, Laek- 
awanna & Western Railroad, will receive proposals at his office 
in Hoboken, N. J., until August 15, for the construction ofa 
tunnel aud its approaches through Bergen Hill. 

The Department of Docks of New York will receive proposals 
until noon of August 15 for supplying granite for 16 arches of 
new Pier No. 1, North River, before the 1st of January next. 
Pittsburgh, Fort Wayne & Chicago. 

A systematic robbing of freight trains on this road by a con- 
spiracy of certain employees has been discovered, and about 
twenty men, it is reported, have been arrested. 

Mexican Interoceanic. 

This company, which is the one represented by General 

Rosecrans, which proposes to construct a system ot-narrow- 


gauge railroads in Mexico, announces that it has not abandoned 
its designs in Mexico, and does not intend to. 


Burlington, Cedar Rapids & Minnesota. 
The Pacific Division has been extended from its Jate ter- 
minus at Dysart, Ia., westward nine miles to Traer, making it 


about 25 miles lopg irom the junction with the main line at 
Vinton. 


Work has been resumed on the gap between Independence 
and West Union on the Milwaukee Division. 


Keokuk & Kansas Qity. 


It is reported that this company has made a contract for 


3,000 tons of iron from the Danville (Pa.) mills. Grading is now’ 


gving op in Mason, Chariton and Saline counties in Missouri. 
Vanderbilt Properties. 

There having been recently a considerable rise in the shares 
of all the companies in which Commodore Vanderbilt is inter- 
ested, financial writers quite commonly go about seeking to 
to find (or invent) reasons therefor, and this is what the New 
York Times says: 

“The recent favorable turn in the stock market is ascribed 
to the influence of the Vanderbilt stocks and the accession of 
Mr. Vanderbilt himself, and Mr. Amasa Stone, of Cleveland, to 
the management of the Lake Shore road. These stocks have 
all gone up since, including Harlem and Western Telegraph, 
but only partially as compared with the prédictions of the im- 
mediate friends of Mr. Vanderbilt. Without especially sympa- 
thizing in their extreme views, we may as well state some of 
tbe puints relied upon for a further very considerable advance 
in each stock. 1. New York Central is to be made a 10 per cent. 
stock by the application, in the course of a year or two, of 
$25,000,000 of the recently created mortgage of $40,000,000 
to a third and fourth track, wherever required on 
the line of the road between New York and Lake 
Erie, the other $15,000,000 being reserved to take up the old 
debt of the Central & Hudson as it matures. 2. The Lake 
Shore is to be leased on the basis of 8 per cent. per annum, 
clear income on the capital of , $50,000,000 and tho assumption 
of the interest upon the debt of the company by the New York 
Central. 3. The Harlem road, already leased at 8 per cent. on 
the present capital and the interest upon the whole debt, north 
and east of the Grand Central Depot, with the reservation of 
the city or Fourth avenue line and all the real property in the 
city, is to make a scrip dividend of 40 or 50 per cent. in the 
shape of new stock to represent these reservations, upon which 
stock 8 per cent. can be earned independent of the lease. We 
make this suggestion, under reservation, as accounting for the 
current opinion in well-advised quarters that Harlem stock is 
soon to be made worth 150 percent. 4. The Western Tele- 
graph is to come into Vanderbilt control, if it is not already so 
practically, in October, with the present executive head, Mr. 
Orton. continued in the management. A new departure is to 
be taken on the basis of at least 8 per cent. per annum on the 
restored capital ot $40,000,000 or $41,000,000, the stock owned 
by the company to be first divided as a scrip dividend of 15 or 
20 per cent. on the existing outstanding capital.” 

Union Pacific. 

Ou application of this company the United States District 
Court at Omaha has issued a temporary injunction to restrain 
the State authorities of Nebraska from collecting taxes levied 
on lands granted in aid of the construction of the road. This 
action is based on a decision of the Supreme Court, in a case in 


which the Kansas Pacific Company was plaintiff, that such lands 
were not subject to taxation. . 


Chesapeake & Delaware Bay. 

Meetings are being held in the interest of this projected road, 
which is to extend from Kent Island, Md., on Chesapeake Bay 
east of Harrington, Del., a distance of about 45 miles. At 
Harrington connection will be made with the Junction & Break- 
water road, which extends by a very circuitous route, 40 miles 


long, from Harrington to Lewes, near the Delaware Break- 
water. 


Railroad Taxation in New Jersey. 


Major Yard, the State Commissioner of Railroad Taxation, 
has fixed the following valuation of railroad property for pur- 
— of taxation in Hudson County, N. J.: United New Jersey 

ailroad & Caval Company (Pennsylvania Railroad Company, 
lessee), $3,687,025 ; New Jersey Midland, $77,400; Cential of 
New Jersey, $239,700 ; Newark & New York (Central Railroad 





Company, lessee), $42,500; Morris & Essex (Delaware, Lacka- 
wanna & Western, lessee) $1,714,600 ; Erie & Long Dock Com- 
pany, $4,005,611; total, $9,776,886. On this valuation the 
county is allowed to levy a tax of 1 percent. The valuation of 
the property of the New Jersey Central seems to be entirely 
out of proportion with that of the other companies. 

Tennessee Central. 

Dr. William W. Lea, the President of this company, writes 
from Trenton, Tenn., as follows: ‘ Many years since a charter 
was granted for a railway from Fulton, at the First Chickasaw 
Bluff, on the Mississippi River, to Nashville, with very favor- 
able provisions and franchises. Under this charter a consider- 
able amount of subscriptions was obtained, and the company 
was urganized. But, failing to get the aid of the State, then 
thought indispensable for Luilding railroads in Tennessee, the 
enterprise was for a time abandoned, and remained several vears 
in abeyance. ‘Thecharter has now been renewed by the Legis- 
lature, with amendments deemed necessary, and the enter- 
prise has been revived, under better auspices. Subscriptions 
to the amount of $200,000 have been secured, and the company 
has been re-organized. 

‘*The most difficult and expensive portion of the road origin- 
ally proposed to be built has been constructed from Nasbville 
to Huntingdon, 107 miles, including the bridge over the Ten- 
nessee River at Johnsonville, under the charter of the Nash- 
ville & Northwestern Railroad Company, which portion is now 
owned and run by the Nashville & Chattanooga Railroad Com- 
pany, who became the purchasers of the same from the State. 
The latter company has trausferred to the Tennessee Central 
Railroad Company ten miles of road-bed graded, as a branch 
from the Nashville & Northwestern road from Huntingdon. 

‘** From the latter place the route has been surveyed anda 
line of cheap and easy construction located, by way of Milan, 
Trentonand Ripley to Fulton, on the Mississippi River. Prep- 
arations are now being made for putting 41 miles of this line, 
from Huntingdon to Brazil, under contract, and it is hoped that 
the whole, from Huntingdon to Fulton, 97 miles, will be com- 
pleted in two years. At the First Chickasaw Bluff is an admir- 
able place for a transfer ferry, and it is but seventy miles thence 
to a connection with the Cairo or St. Louis, Little Rock & 
Fulton Railroad at the crossing of White River.” 


Omemee & Bobcaygeon. 

The necessary stock subscriptions have been secured and a 
bonus voted for this road, and it is said that grading will be 
commenced at once. It is to extend irom Omemee, Ont., on 
the Midland Railway of Canada, north about 15 miles to Bob- 
caygeon. 

Delaware Shore. 

This company, it is said, is making arrangements for the con- 
struction of 1ts road. The road is to connect with the West 
Jersey at Westville, N. J., five miles below Camden, and to run 
thence southwest near the shore of the Delaware through Red 
Bank, Paulsboro, Pedricktown and Pennsgrove to Pennsville, a 
distance of 27 miles. An extension of seven miles, from Penns- 
ville to Salem, is also talked of. The country is generally level, 
and itis thought that the road can be cheaply constructed. 
The country along the line is mainly devoted to raising fruits 
and vegetables for the Philadelphia market, and has hitherto 
been dependent on the river for transportation. 


Turkish Railroads. 


The entire line of the railroad from Constantinople west by 
north 198 miles to Adrianople was formally opened on the 17th 
of June. From Constantinople to Capatche, 55 miles, had been 
opened before. There was in operation a railroad from Adrian- 
ople west by north 150 miles to the western point of Roumelia 
at Sarembey-Bellowa, one from Adrianople southward 90 mules 
to the Archipelago at Dedeagatch, and one is under construc- 
tion from a point a iittle further west (Firnova), north 65 miles 
to Yamboli. The company which has constructed the new 
line has also constructed a line from Uskub (in ancient Mace- 
donia) southwest 150 miles to Salonica, at the head of the Gulf 
of Salonica, and also a line in Northwestern Turkey from the 
Austrian frontier 63 miles to Banyaluka, in Bosnia. Altogether 
it has constructed about 650 miles of new railroad iu less than 
three years. Besides-work has been begun on a line across 
the mountains from Bellowa northwestward 30 miles to Sophia 
in Belgravia, whence the connection with the Austrian system 
will be short and easy. 


St. Paul & Pacific. 


Another‘’suit, which is said to have connection with the suits 
of the bondholders against this company, has been begun in 
St. Panl. C. A. DeGraff, William Crooks and Nicholas DeGrafft 
filed a complaint at the office of the Clerk ot the District Court 
against William G. Moorehead, defendant, for work done and 
material furnished 1n the construction of the road from Sauk 
Rapids to Brainerd and the St. Cloud & St. Vincent Extension. 
The claim aggregates about $500,000. 

The case of the bondhoiders against this company, tried 
before Judge Dillon at Davenport, lowa, was closed on the 
3lst ult. When the arguments were ciosed, Judge Dillon said 
that the case would require some deliberation and reflection 
as to the jurisdiction of the court, but as it was important that 
an early decision should be given, he would have his opinion 
ready within a week. However, in his remarks, he mtimated 
that he would not appoint aieceiver or take possession of the 
road, as there was no grounds for such proceedings. He would 
also not remove Becker and Maechond' from positions as trus- 
tees, saying they merited commendation. He said the case was 
one which required judicial intervention to promote the com- 
pletion of the road, and granting a lien on such extension as 
security for such advance. He said that if the present com- 
pany would give satisfectory evidence that they could complete 
the road in time to save the land grant, they should have the 
preference. As to the power asked for by the plaintiffs to have 
new mortgages made prior to all existing liens, they could not 
be grapted. No court could give such power without the con- 
sent of previous bondholders. 


Northern Pacific. 


Mr. Charles L. Brace writes that this company uses coal 
from Cleveland for its locomotives as far west as Bismarck, 450 
miles from Duluth, which is as if the Iowa railroads should use 
the same coal at Council Bluffs. It is said to be more econ- 
omical than the wood on the line of the road, which would have 
to be | anled 300 miles or more. There is, however, scarcely 
any traffic on this end of the road, and about 50 miles west of 
the Missouri, on the tine of the road, it will cross beds of 
lignite or coal which is believed to be suitable for the purposes 
of the road. Mr. Brace says that the company will undoubt- 
edly grade the line from Bismarck to this coal thia fall and be 
ready to lay the rails next spring. This coal will be about 250 
miles from the Red River valley, where the best lands and the 
chief settlements on the road are situated. 

The surveying expedition with General Stanley’s escort has 
substantially determived the route from the Missouri to the 
Yellowstone, which will not be that followed by the exploring 
party last year, but will include a large part of that surveyed in 
1871. The reports of correspondents accompanying the expe- 
dition indicate that the eastern part of this route is habitable, 
though not fertile, and that rain has been abundant this sea- 
son at least. The ae ei pe is through the “bad lands,” 
which General Sully defined as ‘‘ heil with the fires put out.” 

The company is utilizing its large equipment by renting it to 
roads in Minnesota and Wisconsin, which have less than they 
need. There is a market for all it can spare, and the rents are 
very profitable. 





